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The stationary boilers used are of what is called the sectional 
or “‘tubulous” variety. They consist of sections of 68 2 in. in- 
clined tubes, 7 ft. long, which are attached to ordinary tube 
plates. On the outside of each of these plates is bolted a hem- 
ispherical cast-iron cap, which incloses the ends of all the 
tubes. Each cap is connected with a horizontal steam drum 
placed above the tubes, 2 ft. in diameter by 11 ft. long. The 
water is of course in the inside of the tubes, between which 
and the hemispherical caps and also from the latter and the 
y A : steam drum there is a free communication. Owing to the in- 
Scheffler’s Fireless Locomotive for Street Rails. clined position of the tubes there is a rapid circulation of the 

— water, and, consequently, it is not surprising that these boilers 

For several years past experiments have been made on the} should be very efficient. 

street railroads of New Orleans with engines whose motive} Aithough these engines have been working for nearly a year, 
power is derived from a supply of hot water with which a large} we have not been able to get very complete information of 
tank on the engines is charged from stationary boilers. These | their performance. One difficulty encountered was in charg- 
experiments were attended with more or Jess success, so that | ing the boilers with water all heated to a uniform tempera- 
about a year and a half ago the Crescent City Raiiroad Com- | ture of 390 degrees, which is that of steam of 220 Ibs. pressure. 
pany of New Orleans gave an order to Mr. Theodore Scheffler, | Of course the water in the boiler, of whatever temperature it 
a mechanical engineer of Paterson, for eight engines of this | happens to be, would rush into the tank as soon as communi- 
kind to be built from his designs. These engines were built| cation was opened between the two. It is extremely 
and have now been at work for about a year. The engraving] difficult to have all the water in any _ boiler 
represents one of them without its cab. The construction is! heated to a uniform temperature, and therefore that with 
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FIRELESS LOCOMOTIVE 


Designed by Theodore Scheffler, Mechanical Engineer, for the Crescent City Railr« 


thus shown more clearly than it would be with the cab on the | which the tank is filled, is usually below the temperature due 
engine. | tc the pressure in the boiler. At first sight it might be sup- 
It has a cylindrical tank 31 in. in diameter and 9 feet long | posed that hot steam could be admitted into the water with a 
for holding the hot water. The capacity of this tank 1s about perforated pipe or other means, and thus heat the water; but 
300 gallons. The driving-wheels are 30 in. in diameter, and | when this was done it was found that the upper stratum of 
the leading wheels 20 in. with a wheei base of 5 ft.7in. The | water would thus become heated up to the temperature of 
cylinders are 44%x10in. The valve gear consists of a main |the steam, or near to it, and that enough steam 
valve, which works full stroke at all times, and controls the ex--| woyjd soon escape to the surface to make the pressure 
haust, with a steam valve on top worked by a link, which 8°V-|in the tank on top of the water equal to that in the 
erns the admission. Both valves are, however, worked by the | pojler, after which the flow of steam into the tank either 
same link. This valve-gear has been patented by Mr. Scheffler, | ceased or was very slow, while at the same time the lower 
who has promised us a detailed drawing, an engraving of | stratum of water remained comparatively cold. This difficulty 
which we expect to publish soon. The whole weight of the | .oniq probably be removed by sore means, but it is one which 
“—— — the —_ woh meben.te _ Ibs. boil | has been encountered and which has interfered seriously with 
Pt ie ¥ FO GUARgSS WIR WEE ens eee oe the success of the engines. At any rate it was found difficult 
which is heated up to a temperature due to a pressure of 220 ‘ : 3 ‘ 
. 7: : |to maintain a pressure in the tank equal to the boiler 
lbs. per square inch. With such a charge the engines run ; 2s ; 
. . : , ; |pressure after communication between the two was 
about six miles with an ordinary loaded street car; the pres- Ln ett Usually im running from the stationary 


sure in the tank at the end of the run is then reduced to about |, . ‘ 
40 Ibs |boilers to the place where the engine was at- 


It 1s of course important to use the steam with the utmost tached to the car, the pressure would fall from 220 to 190 Ibs., 
economy, and as the pressure varies between such wide limits, | but the engine would then runa distance of 3% miles and 
the valve gear referred to was employed in order to regulate | have 100 Ibs. pressure in the tank at the end of that distance. 
the supply of steam required by the cut-off alone, and thus use | With 80 Ibs. pressure the engine would pull a car while the 
the steam in the least wasteful way. The separate cut-off | steam was cut off at 2 in., or one-fifth of the stroke. It should 
valve gives a much wider range of cut-off, and thus permits a | be added thatas the city of New Orleans is built on a level 
much more perfect adjustment of the supply of steam than | plain, there are no grades of any consequence on this line, but 
does the ordinary link-motion with a single valve. 

The tank and the other parts of the machine are all protect- 
ed as perfectly as possible from radiation, and every possible | Persons desiring further information about these engines 


device is employed to use the steam economically. may address Mr. Theodore Scheffler, Paterson, N. J. 


| run without difficulty. 








it bas curves of 35 and 40 ft. radius, around which the engines | 
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Freight Accounts and their Examination. 





[From a work entitled ‘“ Railway Revenue and its Collection,” soon 
to be published.) 





( Copyright, 1877, by the Railroad Gazette). 


The examination of the freight returns, like the examination 
of the ticket accounts, should be minute and exhaustive. The 
particular method which can be used most advantageously in 
checking the returns, for the purpose of demonstrating their 
correctness before they are finally spread upon the general 
books, will suggest itself to the accountant in charge; the de- 
vices that cen be adopted in the labor of verifying the truthful 
character of the returns and the correctness of the results de- 
duced therefrom are almost infinite in their extent and va- 
riety. 

The practice of requiring duplicates to be promptly trans- 
mitted to the Freight Auditor for all waybills of freight trans- 
ported seems to be both economical and wise. 

The possession of the duplicates enables the Freight Auditor 


RS TTT TTT 
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nad of New Orleans, 


to see that the authorized rates of freight are known and re- 
spected by subordinates of the company; it enables him to dis- 
cover all clerical errors in the amount charged for carrying be- 
fore the delivery of the freight, and to correct mistakes in foot- 
ings of way-bills, and to direct a proper interpretation of classi- 
fication, and to do many other things which he would be un- 
able to do if he were deprived of the information afforded by 
such bills. . 

Immediately unon the discovery that an error has been 
made in way-billing, the Freight Auditor should cause a 
notice of the fact to be transmitted to the agent who made the 
way-bill, and also to the agent at the station to which the way- 
bill is destined. Before these notices are returned to the 
Freight Auditor they should be exchanged between the agents 
interested. If this plan is followed, there is little likelihood of 
any error being left uncorrected upon the station books, and 
the monthly returns of agents will be found to harmonize upon 
their receipt by the Freight Auditor. 

Upon some lines the examination of the way-bills is neg- 
lected or entirely ignored; still other lines do not require du- 
plicate bills, but profess to examine the original way-bills up- 
on the receipt of the same at the general office with the 
weekly or monthly returns. The theory upon which this lat- 
ter system is based is that the receiving agent is responsible 
and can be compelled to make good any error in the amount of 
| charges collected by him on freight delivered consignees, no 
matter how the error is discovered or how much time has 
elapsed since the freight was delivered. This theory would 
be more plausible if the agents were always selected from 

technically educated men, or if the salaries paid them were 
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sufficient to enable them to make good any errors occurring 
through ignorance rather than through negligence or design. 

The examination of way-bills from day to day is necessary to 
enable the company to see that changes in rates are under- 
stood and carried out, if for no other reason, and this cannot 
be done effectively if the examination is deferred until the 
freight has passed out of the possession of the company. The 
original way-bills should be transmitted to the Freight Auditor 
with the monthly returns; they are necessary for reference 
and to complete his files, but the examination of the rates and 
extensions should not be put off until the receipt of such orig- 
inal bills. 

To make the check upon the freight returns complete, the 
monthly abstracts of treight forwarded should be compared, 
item by item, with the total footings of the duplicate-way-bills; 
the duplicates or the abstracts should be compared with the 
conductor’s report of freight hauled. The examination can be 
made still more complete by comparisons with the records of 
cars hauled as recorded in the office of the car accountant. 

The monthly report of freight forwarded and received, with 
the abstracts accompanying the same, for freight forwarded 
and received, respectively, should reach the general office on 
or about the 7th day of the month succeeding the month for 
which the returns are made. 

The report of freight forwarded and received between any 
two given points should in each and every case agree exactly ; 
2. €., the amount of the tonnage, unpaid local earnings, pre- 
paid local earnings and advanced charges reported by A sta- 
tion as forwarded to B should agree exactly with the amounts 
B station reports having received from A; and when they do 
not so agree the account should be examined in detail, the dif- 
ference discovered, and the incorrect statement made right. 

In the course of the examination of the monthly returns, the 
monthly abstracts of freight forwarded and ‘received by agents 
should be carefully footed by the Freight Auditor, and should 
then be compared with the monthly report of freight forwarded 
and received. 

When the examination of the monthly reports of freight for- 
warded and received has been completed by the Freight Au- 
ditor, the footings of such of the columns as affect the agents’ 
account must be forthwith certified to the Local Treasurer, as 
provided by the ‘‘ Agent’s Freight Journal,” a copy of which 
may be found in the Appendix hereto, Form 64.* 

The miscellaneous earnings as entered in the agents’ freight 
journal are derived from data gleaned from the agents’ monthly 
balance sheets and from special reports. 

Afterwarcs the Freight Auditor recapitulates the aggregate 
local charges forwarded from and received at each station; by 
adding this recapitulation he ascertains whether the total 
amount of freight forwarded agrees with the total amount of 
freight received, and in the event that it does not, re-examines 
the accounts until the difference is located. In this way the 
accuracy of the totals are proven as they are entered upon the 
monthly returns for freight forwarded and received; it also 
proves that the various items of freight forwarded and freight 
received agree as the same are entered upon the monthly 
freight reports. 

In reference to the freight accounts with other lines 
occasioned by the interchange of business with such lines, 
when the freight is rebilled at the junction where it departs 
from the road, or where it reaches the road, then no adjust- 
ment with the foreign company is necessary through the office 
of the Freight Auditor, such freight being reported by the 
agent at the junction in the same way that he reports freight 
delivered to or received from private parties. 

But when freight is billed through between stations located 
upon different roads, then the adjustment of the accounts 
between the roads interested should be arranged directly 
between the freight auditors of the respective lines. To pre- 
vent vexatious delays and still more vexatious misunderstand- 
ings, the freight auditors of companies doing a joint business 
should make definite and adequate provision in advance, in 
reference to the manner and form of adjusting the accounts 
between their respective companies for freight way-billed 
through between the various stations. 

As already suggested, agents at stations from which freight 
is billed to points upon other lines should forward abstracts of 
the way-bills for such freight to the Freight Auditor of the 
connecting line promptly on the first of each month. These 
abstracts will enable the officer receiving them to audit the 
accounts of the agents of his company intelligently, and will 


*Form 64.—(Size 14X19 in.} 
AGENTS’ FREIGHT JOURNAL. 
Amounts due from Agents fcr collections from Miscellaneous sources, and 
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* Only the Balances with Agents on account of Freight business 
are posted to the ledger: the information contained in the other 
freight columns is, however, ss in examining and correcting 
the Station Agents’ monthly ce sheets. 
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also afford him certain data quite necessary in arriving at the 
division of the jomt account which he is required to make. 
For, as a rule, the company forwarding the freight should ac- 
cept the returns as rendered by the receiving company without 
alteration or amendment, it being understood and agreed that 
any errors or omissions made by the latter will be corrected in 
the succeeding month. 

The only accounts rendered by agents of the joint business 
received by their company should be embraced in the usual 
monthly returns rendered by them. 

Immediately upon the receipt of these monthly accounts by 
the Freight Auditor the accounts should be compared with the 
abstracts sent by the forwarding company ; the necessary ad- 
ditions, alterations or deductions, if any, should be made, and 
the abstracts, as altered, should be forthwith returned to the 
forwarding company, apy way-bills omitted or any errors made 
in auditing the account being taken up by such forwarding 
company in its abstracts for the next month. 

The officers of the respective lines interested in doing a joint 
business should, as early as the 14th of each month, make a 
statement or return to each other of the joint freight received 
by each line during the preceding month. This statement 
should give the amount due the forwarding company for the 
business originating upon its line the earnings on which were 
colleeted by the receiving company ; also, the amount of charges 
advanced on such freight by the forwarding company. From 
these two credits should be deducted the proportion of prepaid 
freight due the receiving company collected by the forwarding 
line. And finally, the balance to the credit or debit of the for- 
warding company, as shown by the return described, shonld 
be inserted in the statement. 

In reference to the adjustment of the accounts of a company 
interested with other lines in doing a business that neither 
vriginates nor is destined to any station upon its line: In such 
cases, abstracts shall be sent to the Freight Auditor of the in- 
termediate line by both the forwarding and receiving compa- 
nies, the receiving company rendering a statement of the ac- 
count upon which the settlement with the intermediate com- 
pany is to be made, such statement being subject, as in other 
cases, to correction and adjustment in the succeeding month. 
It would be well, perhaps, that duplicate way-bills of all joint 
freight carried should be exacted by such lines (i. e., lines 
forming a link in a chain of through traffic). When the divi- 
sion of the joint traffic is based on the various classes or arti- 
cles of freight carried, rather than upon a fixed percentage of 
the gross earnings, the possession of duplicate way-bills be- 
comes necessary to the due protection of the company or com- 
panies occupying intermediate position in the line. 

When the preponderance of collections for joint business is 
made by one company, the balances at the close of the month 
will, of course, show largely in favor of the other company. In 
such cases, the former company has the exclusive use of the 
earnings, sometimes to the great embarrassment of the latter ; 
in such cases the balances should, in some simple manner, be 
approximated each week, by the receiving company, and set- 
tlement made accordingly. 

Upon the receipt, by the freight auditors of the companies 
interested, of the monthly statements of account covering the 
joint business, the statements being made up in the manner 
described above, the balance of the account for the whole 
traffic, in each direction, can be ascertained by the various 
companies ina moment. This balance at once becomes sub- 
ject to draft without further notice by the creditor company. 

In perfecting a system for adjusting accounts between rail- 
way companies, for joint traffic of all kinds, too much care can- 
not be exercised to agree upon some simple and efficacious 
plan of settlement, otherwise, the enthusiasm and zeal of offi- 
cials (always creditable in employes, although often misdi- 
rected) is likely to cause constant embarrassment and irrita- 
tion in the adjustment of the accounts. This difficulty is pain- 
fully apparent upon probably every line in the country in the 
delays and disputes constantly arising in the effort of com- 
panies to settle claims for losses, damages and overcharges oc- 
curring between each other. Such disputes and delays would 
be unendurable if permitted to occur in the adjustment of bal- 
ances for joint earnings. The absence of definite rules for ar- 
riving at the amount of joint balances would, sooner or later, 
be taken advantage of by unstable companies to harass their 
connections. And all officials who made smartness rather 
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than uprightness the standard of their official acts would seize 
every occasion to delay the auditing and payment of balances 
rightfully due to other companies. 

The amount of the joint freight balance with each connect- 
ing line (as the same has been accurately agreed. upon be- 
tween the freight auditors of the respective lines) should be 
certified to the Local Treasurer in the ‘* Railway Companies’ 
Freight Journal” described in Form 65 in the Appendix at- 
tachéd hereto.t 

The balances, as reported, are as already stated subject to 
draft at sight. 

Reference is made elsewhere. to the special arrangement 
provided for reporting any milk business the company may do. 

Upon receipt of the monthly milk tickets reports by the 
Freight Auditor, the rates, extensions and footings are care- 
fully examined by him, the number of tickets reported as sold 
being compared with the tickets collected as returned to the 
Ticket Auditor. The amount due from each agent is returned 
to the accounting officer as “prepaid freight” by the Freight 
Auditor, in the agents’ freight journal already referred to. 

At the end of each quarter the Freight Auditor should re- 
port to the Local Treasurer the amounts due by agents for 
overcharges collected and which they have been unable to re- 
fund. The nature of this account is quite fully described in a 
previous chapter, under the heads of “Freight Overcharge 
Book,” and “‘ Freight Overcharge Statements, Quarterly.” 

In connection with the subject of overcharges due consignees 
and others, the great bulk of the claims presented on such ac- 
count are due directly by the company, the agents having been 
charged in the first instance with the full amount collected : in 
such cases the amount should be refunded by vouchers duly 
recorded and approved as in other cases. No vouchers for an 
overcharge should be appruved, however, without the certifi- 
cate of the Freight Auditor as well as the General Freight 
Agent, and the certificate of the former should not be attached 
until he has satisfied himself, by reference to the original way- 
bill and the monthly abstract of freight received, or other 1 ec- 
ords of the office, that the overcharge actually occurred and 
that the company and not the receiving agent is responsible 
for it. Upon certifying the voucher, the fact should be noted 
across the original records in the office, so as to prevent dupli- 
cate payments of the amount. 

The table embraced in the Appendix, Form 66,} describes 
the *‘ Railway Companies’ Car Mileage Jourval.” 

The amount due to each company for the use of its cars is 
credited up in the month in which the cars are used. The 
amounts due from other companies cannot, of course, be charged 
up until the receipt of the reports from them ; but immediate- 
ly upon receipt of such reports the amounts are certified to the 
Local Treasurer (as in the ease of reports of foreign coupon 
tickets), so that the balance of the account for the month for 
which the report is made can be placed in the way of settle- 
ment. 

As already explained elsewhere herein, when there is an ex- 
cess due to railway companies over the various amounts 
due from railway companies on account of car service, the ex- 
cess is charged to operating expenses, viz.: ‘Car hire paid 
over amount received :” when the balance is the reverse of this 
it is included in miscellaneous earnings. 

All returns required by the accounting officer from the 
Freight Auditor or Auditor of Car Accounts should be in the 
hands of the former on or before the 19th day of the month. 
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A Day’s Work on a Single Track Road. 


Superintendent's Office, Camden & Atlantic Railroad, } 
Campen, N. J., Aug. 18, 1877. " 
To THE EpIToR OF THE RAILROAD GAZETTE’ 

The following may be of interest as showing what can be 
done on a single track railroad, 60 miles long. 

On Saturday, Aug. 11, we had the heaviest day of this sea- 
son. We dispatched from Camden depot 10 passenger trains 
and one freight train to Atlantic City, one passenger train to 
Hammonton, 30 miles; three passenger trains to Atco, 19 miles; 
and three passenger trains to Haddonfield, 7 miles—18 trains in 
all, and had the same number in. 

On the down trains were 97 passenger and 10 baggage cars 
through, 28 freight cars through and local, 12 passenger cars 
local. Of the through trains, 53 passenger and two baggage 
cars were on the excursion train, divided into three trains of 29, 
15 and 11 cars each, one engine to each train except the 29-car 
train, which had a helper for the first 20 miles, and then “went 
it alone.” 

Five of the through trains were fast expresses, three of which, 
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with 8, 10 and 12 cars each, made the 60 miles in 90 minutes 
without stopping. 

The equipment in use consists of 65 passenger and smoking 
cars, 4 parlor cars, 8 baggage cars, 10 road engines and 1 yard 
engine, and we had 8 passenger cars from a connecting road. 
Part of the cars that were sent down on the excursion train 
were brought back empty and sent down in the afternoon on 
express trains and brought up again op the excursion in the 
afternoon, making 180 miles loaded and 60 miles empty. The 
passenger car mileage amounted for the day to 11,354, and train 
mileage to 1,582. F. A. Laster, Superintendent. 





Locomotives with Unequal Cylinders. 


To THE EprrorR oF THE RarLRoaD GAZETTE: 

A steam car whose cylinders are five and eight inches in 
diameter, the smaller exhausting into the larger one, has been 
in operation on the Worcester & Shrewsbury Railroad for sev- 
eral years. And side by side with it another car, whose pis- 
tons are each six inches in diameter, has been at work about 
the same length of time. You will perceive that the car with 
unequal cylinders has a piston area of about 70 in., while the 
one with 6 in. pistons has only about 56 in. area. 

The men who have been most intimately connected with the 
working of these cars say that the one with unequal cylinders 
does an equal amount of work to that of the other with at least 
one-quarter less fuel. Here is a field, it would seem, for an 
extremely interesting experimental investigation for locomo- 
tive builders and railroad men. If there is economy, anything 
approaching 25 per cent., to be realized from this unequal ar- 
rangement, it is certainly worthy of attention. It will be seen 
that in this car the small cylinder is a trifle more than one- 
third the capacity of the large one. Whether this is the best 
proportion must be determined by experiment of course. It 
is not elear why there should be any economy resulting from 
such an arrangement. 

The car bears the stamp of Baxter’s patent, and is so ar- 
ranged that by the moving of a single valve steam directly from 
the boiler may be used in both cylinders, as in common loco- 
motives; but usually the large piston is worked by the exhaust 
from the small cylinder. The question arises, Would not a 
common locomotive with equal cylinders work with similar 
economy by operating one of the pistons by the exhaust from 
the other? If not, then why not make the cylinders in the 
proportion four, five or even six to one, instead of three, as in 
this car? F. G. Woopwarp. 

{Some carefully-made experiments and a more detailed 
description of these machines would be interesting. It is 
very unsafe to draw any conclusions from mere hearsay 
evidence in such cases. —Eprror Rartroap Gazetre. } 








The Philadelphia & Atlantic City Railway. 





Office of Philadelphia & Atlantic City Railway, | 
Atuantic Crry, N. J., Aug. 22,1877. | 
To THE EprTor OF THE RAILROAD GAZETTE: 

It may be interesting to your professional readers to see this 
report of the most rapid railroad construction on record. 

The Philadelphia & Atlantic City Railway is 55 miles in 
length. Ground was broken about April 1, 1877, and the first 
train was run over the road July 7. 

The deepest cut is 30 feet; deepest fill, 35 feet; largest single 
excavation, 40,000 cubic yards; embankment, 30,000 cubic yards. 
An embankment of 23,000 cubic yards, 1,800 feet long, was 
made in one week from date of its commencement. The 
methods of construction are original with the officers of the 
road, and are of considerable interest to the profession. Five 
miles of track were laid in one day. There are over one hun- 
dred bridges and culverts; aggregate length of three longest, 
1,300 feet: one of them with 100 ft. draw. 

The trial trip was made July 7,1% miles of track being 
laid on that day in advance of the train, delaying it two hours. 
the road has 44,000 feet of wharf in Camden, built in two 
months, and has for its depots, offices and excursion house the 
Centennial buildings known as Centennial Commissioners 
Building, La Fayette Restaurant, Board of Finance Building, 
Centennial Bank Building, Car Annex to Machinery Hall. 

These are very appropriate, in their light architecture, to the 
requirements of a road built for Summer travel. 

The equipment of the road is: 8 locomotives, 44 passenger 
coaches, 60 freight cars. Gauge, 34% feet. 

Average cost of grading, 10 cents per cubic yard of excavation 
and embankment. Total coat of construction and equipment, 
$770,000. 

The line is as yet incomplete, but when brought to grade 
and completed according to engineer’s plan it will be equal to 
any road in the United States for safety, speed and comfort. 
T. F. Wurts, Consulting Engineer, constructed the road and 
organized the train force. Eight trains a day—four of them 
opposed—were run under his government, before the erection 
of telegraph line, at a speed of twenty miles per hour and with 
no great detention. The telegraph line is now in working 
order and Superintendent appointed. Trains run through in 
two hours with no stops. A single train has carried 2,300 pas- 
sengers each way. When we see trains of 29 passenger cars, 
running at speed of 30 miles per hour, over a line 55 miles in 
length which was commenced less than four months ago, the 
rapid stride of railroad progress is manifest. 

The engineer corps were employed night and day, sixteen 
hours being an average day’s work for the Consulting En- 
gineer. Asis customary, the engineer corps now retire, and 
the road will be managed by its owners or by men ofinfluence 
with its patrons. The success of the road depends entirely 
upon its management. It is a splendid enterprise and may 
readily be made of solid build. Its economic cost and liberal 
patronage make it a first-class investment. The writer had 
the charge of Atlantic Division, 25 miles long, including the 
draw bridge and five miles of track laid on stringers over the 
salt mea dows. J. Rowianp, Division Engineer. 





Narrow Gauge Railways for India. 





A few years ago the relative merits of bruad and narrow- 
gauge railways were keenly contested in this and other coun- 
tries. As narrow-gauge railways had practically no existence, 
the arguments adduced in their favor were, for the most part, 
— theoretical; and it is not to be denicd that many of 

hem were very powerful. In the end it was decided that nar- 
row-gauge railways cculd be used with advantage under many 
circumstances; and roads of the kind with gauges varying from 
about 2 ft. Gin. up to 3 ft. 6 in. were constructed in divers places, 
more especially in the United States. The Indian Government, 
after mee y making a very exhaustive inquiry, at last de- 
termined to adopt the new system; and lines having a gauge 
of one metre—3 ft. 344 1n.—were laid out in various districts. 
As time has progressed so has information been acquired, and 
there is reason to believe that the arguments used against the 
narrow-gauge system were well founded, while those put in in 
its favor have little or no foundation in fact. In a word, it 
would appear that any railway having a gauge of less than 4 ft. 
84% in. must be a failure save under circumstances which are 
met with so rarely that they hardly dserve consideration. In 
the United States narrow-gauge railways seem just now to be 
generally condemned. eir success on the Continent is 
probably due entirely to peculiar conditions of traffic, and 
there 1s even some reason to suppose that lines 4 ft. 84% in. 
wide would have answered at least as well. With these facts, 
however. we have little to do. Engineers and others in this 
country are, however, largely interested in Indian affairs ; and 
there is but too much reason to think that the failure of the 
narrow-gauge system in Hindostan is complete. Indeed, it 
would never have been adopted, we fancy, had all the facts 
concerning the conditions under which railways are worked in 
India been placed at the disposal of engineers. A device once 
employed by a Government is certain to be kept in use, the 
mere weight of official precedent being sufficient to ensure its 
repetition, and for this reason the Indian Government propose 
even now to continue the construction of narrow-gauge rail- 
ways, and that in districts where they are certain to prove a 
most costly failure. The latest advices from India tell us that 
the Secretary of State for India has sanctioned the construc- 
tion of the Western Rajpootana Railway on the metre geuge. 
The line is to run between Ahmedabad, about 50 miles from 
the upper end of the Gulf of Cambay, and Ajmere, a town 
lying at the northern extremity of the Aravulli mountain 
chain, and distant some 280 miles, as the crow flies, from Ab- 
medabad. The line will traverse the very centre of an import- 
ant province, and its dimensions are sufficient to give it un- 
usual importance. It will be admitted, therefore, that the Gov- 
ernment should carefully consider the suitability of the pro- 
eony gauge to the duties a railway at least 300 miles long will 

ave to discharge. We have reason to think that proper dis- 
cretion has not been used in this matter ; and we feel certain 
that a grave mistake will be committed should the metre 
gauge be finally adopted. 

The Bombay Chamber of Commerce has sent a memorial on 
the subject to the Marquis of Salisbury. It is a temperately- 
written document, and its indictment of the narrow-gauge 
system is sweeping, and to a great extent conclusive. Some of 
the arguments it contains are almost new, and have been de- 
rived from practical experience. What these are we shall ex- 

lain presently. The memorialists begin by expressing their 
fey that a railway is to be made, and they assert that it will 
prove of ‘‘very great public utility;” but they add, in almost 
the same breath, that the decision to make it on the metre 
gauge “will nullify nearly all the advantages which this im- 
portant undertaking would otherwise confer upon the local 
districts, upon the country and upon all who are interested in 
the commerce of India.” The old argument in favor of narrow- 
gauge lines is that they can be made much more cheaply than 
that of the normal width. It is to be feared that in many in- 
stances comparisons of this kind have been unfairly drawn. 
The Bombay Chamber of Commerce avoid this fault. They 
show that the cost of the new line will be about 67,500 rupees, 
or say £6,750, per mile, that being the expense of the narrow- 
gauge line between 4m and Delhi and Ajmere, while the 
Kattywar extension of the Bombay, Baroda Central India, 
5 ft. 6 in. gauge road, has actually not cost so much, the ex- 
pense being but £5,320 per mile. Making allowance, how- 
ever, for certain circumstances in favor of the broad-gauge 
line in this case, the memorialists come to the conchusion that 
the entire sum to be saved by making the new road 38 ft. 344 
in. wide instead of 5 ft. 6 in. will not exceed £300 per mile, 
the country being so easy that the whole difference in the cost 
of the two systems would be that of the heavier rails and 
additional ballast required for the broad-gauge track; and 
the memorialists then goon to show that the cost of work- 
ing the narrow-gauge road must be greater than that of work- 
{og the normal-gauge line. Now little information has hitherto 
been available concerning the expenses of narrow-gauge rail- 
ways, and the data contained in the memorial in this connec- 
tion are consequently very valuable. They appear to have 
been collected with great care and impartiality. The only 
test, it is contended, of the economical working of a railway 1s 
the average mileage cost of the haulage of a ton of goods. 
With some reservation, we are willing to accept this definition 
as being sound. It is certainly sound without any limitation 
in the case under consideration. The expenses of hauling a 
ton of goods one mile were, in 1876, on the Great Indian Pen- 
insula line, 0.435d.; on the East Indian main line, 0.259d.; on 
the Jubbulpore branch of the same road, 0.413d.; on the Bom- 
bay, Baroda & Central India road, 0.555d.; and on the Madras 
Railway, 0.730d.; the general average being 0.478d. Turning 
now to the metre-gauge Rajpootana State Railway, it appears 
that the cost of working has been 1.026d. per ton per mile, or 
more than twice as much as the average of the tour great 
broad-gauge lines we have named. 

It will be understood that we are here dealing with a nar- 
row-gauge line which is not unduly pressed. If it were worked 
to the maximum limit of its capacity, it 1s probable that the 
expenses would be augmented, and this brings us at once to a 
most important point, which is that Indian railways have a 
very irregular traffic to conduct, and that they must be com- 

etent to cope with its maximum amount if they are to be 
horoughly efficient. It is urged, and with much reason, that 
at this moment the broad-gauye lires are not able to deal with 
the traffic thrown on them, and that a narrow-gauge road will 
be very much worse off. Indeed, we have before us in our In- 
dian advices a curious picture of the condition of affairs on 
the railways. Since October, 1876, there has been a complete 
block on the Great Indian Peninsula and East Indian Railways, 
partly due to the necessities of the famine districts, but also 
attributable in no small degree to the great export trade in 
ain and seeds which the railways have called into existence. 
é East Indian Railway Company, on the 18th of May, 1877, 
sore vaang a notice with reference to their through traffic to 
mbay which runs thus: “It having been found necessary 
with a view to avoid a continuance of the block of loaded 
wagons at Jubbulpore Junction, to limit the quantity of traffic 
via Jubbulpore from the East Indian Railway, con- 
signors of goods at East Indian Railway stations 
are warned that the accumulation of goods at East 
Indian Railway stations for conveyance in that direc- 
tion is considerable, and that the dispatch of further con- 
signments is for the present very uncertain.” And it is beyond 
doubt that large quantities of grain are now rotting at the 
road-side for want of means of transport. The railways are 
short of rolling stock, and the East Indian Company have or- 
dered fifty locomotives and 1,000 wagons, while the Great In- 





dian Peninsula Railway Company have ordered forty new en- 


gines. Such facts as these all go to show that small or second- 
class lines are quite unsuitable for a country like Northwest- 
ern India, the deve!opment of whose wealth by railways is ap- 
parently p ing very rapidly indeed. As bearing on the 
uestion at issue, we revroduce here a suggestive paragraph 
m Major-General Kennedy’s report on the measures used to 
relieve the famine districts, which report was presented to the 
Bombay Government on the 28th of last Apnl. ‘It has been 
clearly brought out,” writes Major-Gen. Kennedy, “by the 
facts of the present season’s famine traffic, that occasions such 
as the present may arise when, in order to feed a large popula- 
tion, grain has to carried over single lines of railway for 
long distances, in quantities sufficient to strain to the ut- 
most the resources of the best appointed lines on the 
standard 5% ft. gauge; and as it may be assumed that nar- 
row-gauge lines would be far less efficient, the un- 
suitability of the metre gauge for long lines of through com- 
munication cannot be put out of sight when thought is taken 
for the proper and efficient administration of a country hable 
to be affected with drought and famine. Although the rail- 
way lines that have been concerned in the present case—i. ¢., 
the East Indian, the Great Indian Peninsula, and the Madras 
railways—have failed to do all that was required of them, or 
that was needful to meet the full necessities of the case, they 
have nevertheless, it may be truly said, largely contributed to 
save Southern India from a very great calamity; but they have 
not done this with any margin to spare, or without some in- 
jury to particular sections of general trade or to individual 
traders. The standard-gauge lines have barely been able to 
satisfy essential and urgent demands; and under similar cir- 
cumstances narrow-gauge lines would probably have 
broken down altogether. Indeed, it is known that in the 
southern part of the Madras Presidency considerable incenve- 
nience arose at a break of gauge.” 

We may, with the memorial of the Bombay Chamber of Com- 
merce before us, take it as proved that narrow-gauge lines are 
unable to meet the sudden demands likely to made upon 
them in India ; and that they are far more expensive to work 
than broad-gauge lines. At first sight it is difficult to see how 
the latter statement can be true; but we think we can clear 
up the point ina moment. Whena given quantity of goods, 
say 4rain, has to be conveyed over a line of railway two sys- 
tems of conveyance may be adopted, that 1s to say, we may run 
large trains at long intervals, or small trains more frequently. 
Now, on the broad-gauge lines in India, a goods train complete 
weighs on the average 505 tons ; but on the Rajpootana State, 
metre-gauge railway, the average goods train weighs but 20u 
tons, so that the broad-gauge train is really two and a half 
times as heavy as the narrow-gauge train, while its speed is 
higher. The expenses of repairing a locomotive engine are, in 
certain respects, independent of its dimensions; in other 
words, it will not cost twice as much to keep a broad-gauge en- 
gine hauling—say 450 tons—in order as it will to keep a nar- 
row-gauge engine—hauling 180 tons—in repair. The broad- 
gauge engine again will burn less coal per ton per mile than 
the little engine, and four men can take charge of a 505 ton 
train, while a smaller number will not suffice for the 200 ton 
train. It will be seen that in this way a comparison of the 
cost of haulage per ton per mile must be against the narrow- 
£ uge system. Itis argued, we know, that the small engines 
being light, the wear and tear of permanent way will be reduced. 
But it is evident that to carry 1,010 tons on the broad-gauge two 
trips will suffice, while no fewer than five trips are required on 
the narrow-gauge line; and it has yet to be proved that the 
wear and tear of a 45 lb. rail will not be as much if a wheel 
loaded with 8 tons runs over it five times as will be that of a 
70 lb. rail traversed twice by a 5-ton wheel. It 1s to be re- 
membered, further, that the broad-gauge lines—given rolling 
stock enough—can always run at least as many. trains in 
twenty-four hours as the narrow-gauge line; and this being 
the case, it appears to be proved that the ultimate capacity of 
a railway vith a gauge of 5 ft. 6 in. is two and a-balf times as 
great as thatofa metre-gauge road. Recent experiments in 
the conduct of Indian railway traffic go to show that the ut- 
most capacity of a 5 ft. 6 in. single-track road is not too much 
for the work it may be called onto perform. If this be the 
case, nothiog can be urged in favor of narrow-gauge railways 
for India which deserves a moment’s consideration. It is 
proper to add that we ourselves have, in common with a very 
influential body of engineers in this country, been disposed to 
regard the narrow-gauge system as suitable for certain por- 
tions of India. But assuredly we did not expect that any 
heavy demands would be made on the carrying capacity of 
such lines for many yearstocome. In aword, the Indian 
grain trade bids fair to assume colossal proportions, and may 
yet play a very important partin the supply of bread-stufts to 
the Old World. Circumstances alter cases. The Indian Gov- 
ernment have, it would seem, made a mistake in very good 
company; but they should now be cautious that they do not 
convert this mistake into a blunder by extending a system of 
railway construction which there is good reason to think is 
unsuited to the growing wants of a vast empire. The 
opimons of the members of the Bombay Chamber of Com- 
merce would at any time be entitled to consideration. The 
fact that hundreds of tons of grain are rotting beside great 
railways is tolerably conclusive evidence of the soundness of 
the arguments urged in their memorial.—The Engineer. 





Master Mechanics’ Association—Subjects for Next 
Convention. ~ 





The committee appointed to select subjects for investigation 
during the current year, to be reported upon at the next con- 
vention, made the following report: 


Your committee on subjects to be investigated by commit- 
tees of this association would submit the following subjects: 

1. Best form and Materials for Locomotive Wheel, and 
Axles and also Best Methods of Counterbalancing. 

Committee—F. M. Wilder, John Ortton, Peter Clark. 

2. Lubricants: The committee to report the experience of 
members indicating which are the best and most economical 
lubricants for different parts of locomotives and the means 
of applying them. 

Committee—Howard Fry, James Sedgely, William Fuller. 

3. Locomotive Boilers: This committee to report the best 
materials, method, form, proportions of construction of loco- 
motive boilers, and the best methods of promoting economy in 
the use of fuel. 

Committee—R. Wells, 8. J. Hayes, C. R. Peddle, J. Johann, 
R. Curtis. 

4. To what Extent are Long Runs of Locomotive Engines 
Economical ? 

Committee—L. 8. Young, H. L. Cooper, W. T. Smith. 

5. Locomotive Tests. 

Committee—W. Woodcock, 8. A. Hodgman, Danie! Clark. 

Your committee would recommend these few subjects to be 
investigated by committees, hoping that if its members have 
but few circulars to answer, the answers will be very full and 
complete; and your committee would recommend that in the 
absence of the usual number of questions to answer or report 
aeee, the members will each send ina paper on any subject 
which belongs to one department of railway service, elieving 
that much valuable information can be obtained. 

F, M. Wiper, 
R. Wetxs, 
JcuN ORtTTon, 
L. 8. Youna, 





T. J. Harewxx1., 
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Editorial Announcements. 


Passes,— All persons connected with this paper are forbidden to 
ask for passes under any circumstances, and we wil be thank- 
ful to have any act of the kind reported to this office. 





Addresses.— Business letters should be addressed and drafis 
made payable to THE RarLRoapD Gazerre. Vommunications 
for the attention of the Editors should be addressed Epitor 
RAILROAD GAZETTE. 








Adverti ts.— We wish it distinclly understood thai we 
will entertain no proposition to publish anything in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING CoLUMNS. We give 
in our ial columns ouR OWN opinions, and those only, 
and in our news columns present only such matter as we con- 
sider interesting and important to our readers. Those who 
wish to recommend their inventions, machi » supplies, 
financial schemes, etc., to our readers can do so fully in our 
advertising columns, but it is useless to ask us to recommend 
them editorially, either for money orin consideration of adver- 
tising patronage. 

Oontributions.— Subscribers and others will materially as- 

gist us in making our news accurate and complete if they will 
send us early information of events which take place under 
their observation, such as changes in railroad officers, organi- 
zations and changes of companies, the letting, progress and 
completion of contracts for new works or important improve- 
ments of old ones, experiments in the construction of roads 
and machinery and in their management, particulars as to 
the business of railroads, and suggestions as to its improve- 
ment. Discussions of jects pertaining lo ALL. DEPARTMENTS 
of railroad business by men mae acquainted with them 
are especially desired, Officers will oblige us by forwarding 
early copies of notices of meetings, elections, appointments, 

and especially annual reports, some notice of all of which will 
be published. 








THE ILLUSIONS OF NARROW CGAUCE. . 


Those readers of the Railroad Gazette who have known 
it long enough are aware that for the last six years we have 
from time to time pointed out the fallacies of the argu- 
ments used by the advocates of the narrow-gauge. The 
discussion began with a paper read by Mr. Robert Fairlie 
before the British Association in 1870. To this paper, 
whatever its merits were, must at least be attributed the 
distinction that it has had a greater effect on the engineer- 
ing of railroads than probably any other essay or book ever 
printed. Although some narrow-gauge lines, like the 
Festiniog road, were in existence before Mr. Fairlie’s pa- 
per was written, the wonderful progress which they have 
made within a few years past dates from its publication. 

That paper was a remarkable example of ingenious so- 
phistry. It was reproduced in every civilized part of the 
world, and it appeared just at the time 
that it was plain that many railroads would 
not fulfill the expectations of those who built 
them. Many persons were therefore only too ready to 
adopt the inference that if a wide-gauge road will not pay 
then one of a narrow gauge will. At the time that the 
paper referred to was published in these pages, we took 
occasion to point out some of its fallacies. Among them 
was the remarkable statement that ‘‘the weight of rolling 
stock was in direct proportion to the distance between the 
rails.” If this had been true, it would have followed that 
a wheelbarrow would not weigh anything. There were 
other statements equally absurd. Subsequent investiga- 
tions have shown how greatly both Mr. Fairlie and other 
narrow gauge advocates exaggerated the cost of ‘hauling 
dead weight. At the time he wrote the subject had not 
been thoroughly studied, and his broad assertions went 
undenied. Since then there have been many careful in- 
vestigations of the cost of carrying freight and passengers, 
and it is found that any amount of dead weight which is 
now carried, and which could be dispensed with, has an 
exceedingly slight influence on the cost of transportation. 

Our criticisms of his paper led to a discussion with Mr. 
Fairlie in these pages, which extended through some 
months; in the meanwhile he made many converts, and 
like many others who adopt a new faith, they became more 
zealous than the apostle himself. Both the Engineer and 


Engineering, the leading papers of the profession in Eng- 





land, or it may be said in the world, advocated the narrow- 
gauge system with great zeal It was discussed in every 
conceivable form, especially by inexperienced engineers. 
The enthusiasm spread to every part of the world, the ar- 
guments were accepted without question. Almost every 
conceivable gauge was adopted; the Festiniog line was 23} 
in. ; 24, 30, 39% (metre), 36, 42 and 48 in. were all proposed 
and built. Like a sick man, on his bed, who thinks every 
position will be easier than the one he occupies, so these 
narrow-gauge people seemed to think any gauge would be 
better than the one in use. In nearly every civilized 
country, and in some which are not civilized, such lines 
were built. By some sort of obliquity of engineering 
vision, the government of India was induced to adopt the 
metre, 39g in., guage. To the credit of English engineers 
be it said, however, the narrow guage never made much 
progress in their own country. Soon after the introduc- 
tion of the metre gauge in India the subject was brought 
up for discussion before the Institute of Civil Engineers, 
and there very thoroughly discussed during several ses- 
sions of that body. The defeat of the narrow-gauge advo- 
cates was then overwhelming. It was not only defeat, it 
was dispersion. There has never since been any respecta- 
ble advocacy of the narrow-gauge doctrine in that country. 
Neither of our usually able contemporaries has ever since 
advocated the narrow gauge in any aggressive way; they 
have only apologized for it. 

During all this time the Railroad Gazette has stood 
almost alone in pointing out the fallacy of the arguments 
which have been used in support of ‘‘the system.” Be- 
sides the fallacies which have been honest, there has 
been other support given to ‘‘the system” which could 
only be described by harsher terms. Promoters, projec- 
tors, schemers, aud an innumerable class of humbugs 
have attached themselves to ‘‘the system,” and have mis- 
represented knowingly and unknowingly, in season and 
out of season, by misstatements of every degree of men- 
dacity, and as a result the idea has spread through the 
length and breadth of the land and now there are about 
4,000 miles of narrow-gauge road built and many more 
projected. Still, among the ablest engineers in the coun- 
try, the delusion has not made much progress. In the 
American Society of Civil Engineers, with the exception 
of a littl: coquetting with the idea by some of the mem- 
bers, no believer in ‘‘the system” nas thus far advocated 
it, and we venture the assertion that none of them would 
dare to risk his reputation by so doing. The most 
prominent advocates of the narrow gauge are the 
projectors of such lines, who expect to make money 
by building them. These men want to build roads and to 
them what is not true has as much or more value than the 
truth itself, if it is found that the former will be believed 
sooner than the latter. To illustrate this, it may be re- 
lated that a well-known manufacturer called upon the pro- 
jector of a narrow-gauge railroad and tried to convince him 
that his road would be more efficient and would not cost 
any more, if built of the ordinary gauge, than it would if 
made three feet wide. ‘‘Oh!” the latter replied, ‘‘I don’t 
care ‘a damn for that; but those fellers down in Boston will 
subscribe easier if I talk narrow gauge than they will if I 
talk wide gauge.” 

Now, this is the animus of much of the support which 
‘the system” gets. If people who supply the money for 
building roads will believe misrepresentations easier than 
the sober truth, then the former suits the purpose of the 
projectors much better than the latter. 

There are a large number of manufacturers who supply 
material and rolling stock for railroads of all kinds who 
take their ground that their business is to furnish the build- 
ers of roads with the material they want and not to advise 
them what they ought to get. This of course is all right 
and proper. The remarkable feature, however, about the 
parrow-gauge delusion is, that the fallacies by which it 
has been supported have been so generally accepted even 
by some able engineers,and perhaps the most wonderful has 
been the support given to it by the two English engineer- 
ing papers already referred to. In the Engineer of Aug. 
10, however, there is an_ editorial article,  re- 
produced on another page, which contains a 
retraction of much if not all of the argu- 
ment used in that paper heretofore in favor of the 
narrow-gauge system. It is said, for example, that ‘as 
time has progressed so has information been acquired, and 
there is reason to believe that the arguments used against 
the narrow-gauge system were well founded, while those 
put in in its favor have little or no foundation in fact. In 
a word, it would appear that any railway having a gauge 
of less than 4 ft. 8} in must be a failure save under circum- 
stances which are met with so rarely that they hardly de- 
serve consideration.” Our contemporary in retracting 
former errors seems to be even over-zealous in doing so, 
because the latter statement is hardly true. It is further 
said that ‘‘there is too much reason to think that the fail- 
ure of the narrow-gauge system in Hindostan is complete;” 
further on it is said, ‘‘ The Bombay Chamber of Commerce 
has sent a memorial on the subject to the Marquis of Salis- 
bury. It is a temperately written. document, and its in- 
dictment of the narrow-gauge system is sweeping, and to a 








great extent conclusive,” 





Could any change of opinion have been more complete ? 

The Railroad Gazetle has brought no little obloquy upon 
itself by its persistent refutation of the sophistry of the 
narrow-gauge reasoning, and by its efforts to dispel the 
delusions which have been prevalent. Part of that oblo- 
quy must or should hereafter be shared by our contem- 
porary. 

We may, too, perhaps be excused for a feeling of some 
satisfaction at the fact of having systematically and almost 
alone opposed and refuted the fallacies which gained such 
wide credence the world over, and were accepted and ad- 
vocated warmly by the Engineer, which is the oldest and 
one of the most influential papers devoted to the science 
and art of the profession which gives it a name, to find 
now that it has abandoned them and adopted the views 
which we have contended for. At any rate, the article re- 
ferred to is commended to our narrow-gauge friends. Un- 
fortunately, few of them read the Engineer, and not many 
believe in the Railroad Gazette, so that it is to be feared 
that they will still remain a perverse and stiff-necked gen- 
eration. It is of course hard to tell how much further 
the narrow-gauge delusion will extend. Doubtless many 
more miles of such road will be built, but certainly the 
article in the Engineer marks the decline of the hallucina- 
tion of the narrow-gauge in the country in which it 
originated. 


AMERICAN IRON PRODUCTION AND RAIL CON 
SUMPTION. 

The annual report of the Secretary of the American Iron 
and Steel Association, Mr. James D. Swank, contains sta- 
tistics of American and foreign iron production, which 
are in many respects interesting to railroad men as well 
as iron manufacturers, not only because the iron trade 
affords a large transportation business, wholly supporting 
several roads, but also and more generally because it gives 
a clue to the consumption of rails in this country, and 
some indication of the extent to which steel rails have 
been adopted and their effect on rail consumption. 

This report shows that the number of blast furnaces in 
the United States and the total production of pig iron for 


the past five years have been : 


No. of furnaces. Tons produced. 
SS See (denied aneetsatesens oneieeen 612 2,854,558 


MUNG AS diss ias ktvScnvdtstastocteasetanae 657 2,868,278 
RD rrek cin rod sasoneng speenselernensecly aa 693 2,689,413 
OO FRE SEES Re LEER. 113 2,266,581 
a I OE ne AR ee 714 2,093,236 


The decrease in production from 1875 to 1876 was 7.6 per 
vent., and since 1873, the year of greatest production, it 
has been 27 per cent. The rate of decrease was less from 
1875 to 1876 than from 1874 to 1875, and the report pre- 
dicts that the production of 1877 will be at least as great 
as that of 1876, and the ore shipments reported so far this 
year indicate that its prediction is correct, the Lake Supe- 
rior shipments having been much larger this year. The 
capacity of the blast furnaces is estimated to be at least 
twice as great as their actual production during the past 
two years. Of the 714 existing at the close of 1876, 236 
were in blast; of the 713 at the close of the preceding year, 
293 were in blast. The gain of one during the year does 
not represent the whole new construction. Ten new ones 
were completed during 1876, while nine old ones were 
abandoned. The greatest activity in new construction 
was in the Hocking valley, in Ohio. 

Pig iron in this country is smelted with anthracite coal, 
charcoal and bituminous coal and coke. There has been 
a remarkable change in the proportions smelted by the 
different kinds of fuel, the quantities being given for 23 
years. At the beginning of that period, in 1854, 464 per 
cent. of the total was smelted by charcoal, 46 per cent. 
by anthracite, and only 7} per cent. by bituminous coal 
and coke. In 1863 the proportion smelted by anthracite 
had risen to 61 per cent., and that by bituminous coal and 
coke to 163 per cent., charcoal iron being only 22} per 
cent. In 1876 the proportions were : bituminous, 47} ; 
anthracite, 38 ; charcoal, 143. Since 1873, the changes in 
quantities have been: anthracite, a decrease of 39} per 
cent. ; charcoal, a decrease of 47 per cent. ; bituminous 
and coke, an increase of 14 per cent. The production of 
the latter was never so large as in 1876. 

The decrease in anthracite production was probably 
caused partly by the high prices of anthracite coal main- 
tained for several years ; but this was only one of the 
causes : others being the tendency to produce in the West 
to supply the Western market, the West having no anthra- 
cite. 

While the production of last year is the smallest for five 
years, the fact should not be overlooked that it is larger 
than for any year previous to 1872. 

Nearly the whole supply of this country is now produced 


at home. The figures for total consumption with the per- 
centage imported for six years have been as follows: 

Tons Tons Per cent. 
consumed. imported. imported. 

° 45,535 il, 

295,967 9.4 

154,708 5.1 

61.165 2.2 

66,457 2.9 

83,072 3.8 


There is some increase in the percentage of importations 
last year, but the total is small. 
For some years the proportion of pig iron produced in 
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the West has been increasing. This movement continued 
last year, though slowly. The percentages of the total 
pig-iron production smelted in States west of Pennsyl- 
yania and north of the Ohio (including Missouri) from 
1873 to 1876 have been 27, 27}, 32 and 33 for the several 
years successively. 

The only States which make a considerable figure as 
producers, however, are Pennsylvania and Ohio, the for- 
mer in 1876 supplying 48} of the total and the latter 19}, 
against 42 and 18} in 1875. Next come New York with (in 
1876) 8.7 per cent., Michigan with 4.5, Missouri with 3.2, 
Illinois with 2.6, Wisconsin with 2.4 per cent. of the total. 
This accounts for 89 per cent. of the whole, and no other 
State produced as much as 2 per cent. of the whole. 

What will especially interest railroad men in this report 
is the statistics of rail production and consumption. These 
have been as follows for six years, in tons ot 2,000 ibs. : 

—Production... —Imports.—. —Consumption.— 






Iron. Steel. Iron. Steel. Iron. Steel. 
Re 737,483 38,250 515,000 50,701 1,252,483 88,971 
Betiedesscsacune 905,930 94,070 381,064 149,786 1,286,994 243,856 
Dt abectecesns 761,062 129,015 99,201 169,571 860,263 288,566 
1874 584,469 144,944 7,796 100,486 592,265 245,430 
1875............ 501,649 290,863 1,942 16,316 503,591 307,179 
WOUBES ced de5053 467,168 412,461 287 ...... 467,465 419,461 


The rapid and constant increase in the production of 
steel rails in these times of great depression of the general 
iron business is especially remarkable, the production of 
1876 having been 41.8 per cent. greater than in 1875, 184} 
per cent. greater than in 1874, 219 per cent. greater than 
in 1873, and 338 per cent. greater than in 1872, which was 
the year of greatest iron rail production. Meanwhile iron 
rail production has steadily declined, being in 1876 7 per 
cent. less than in 1875, and 484 per cent. less than in 1872. 

The total rail production of the country, however, has 
kept up wonderfully well, in spite of the great decline in 
railroad construction, the loss on this account having 
fallen almost exclusively on the imports. The total pro- 
duction and consumption of iron and steel for the six years 
have been: 


P.c 

Production. Imports. Consumption. imp. 

Di itadepddvessones 775,733 565,701 1,341,434 42.3 
Sande canescens 1,000,000 530,850 1,530,850 34.7 
hae cone ce 890,077 258,772 1,148,849 22.5 
SE Sate 729,413 108,282 837,69 12.9 
re 792,512 18,258 810,770 23 
ie dcceteeebich 879,629 287 879,916 0.03 


Thus the proportion of imports has fallen steadily until 
it was next to nothing last year. This year so far it is 
much greater than last year, but is still entirely insig- 
nificant. The domestic production, on the other hand, 
was 11 per cent. greater in 1876 than in 1875, 21 per cent. 
greater than in 1874, and has been exceeded only twice, in 
1872 and 1873, when we built three times as much new 
railroad as in 1876. 

In endeavoring to ascertain the quantity of rails con- 
sumed each year for new road and for renewals, we have 
to make some assumptions, for lack of sufficient data as to 
the weight of rails and the mileage of second tracks and 
sidings. We have, in considering this subject heretofore, 
estimated 100 tons of rails per mile of road for all roads, 
and a smaller amount, varying in proportion to the mile- 
age of narrow-gauge and other light railroad constructed, 
for the new railroad; for last year and 1875, we will call it 
85 tons per mile. On this basis the tons of rails con- 
sumed each year, and the tons per mile of road, for renew- 
als and repairs have been : a 
Tons renewed 


Tons for 

renewals. per mile. 
MDs isa ncbeddecccchavniw caescebbuls 855,570 14.4 
Pena cceyeee spsoccc chviasboneeonssons 796,214 11.6 
OOD S DEG OS 665,570 9.4 
Milllico= 6. 0n4esceconceennetense tenet an 668,560 9.2 
DUNE -sianbeccchontevonte=taees chased 671,075 9.0 


Thus the average renewals continue to decrease with 
the larger proportion of steel put into the tracks, though 
of late years the decrease is very slow. It might have 
been supposed that a chief cause of this great decline in 
the quantity of rails used in renewals per mile of road— 
from 14.4 to 9 tons, or 374 per cent.—was due to the com- 
parative poverty of the railroad companies inducing them 
to ‘*starve” their roads by neglecting to make proper 
renewals. But this is a policy which cannot be continued 
long. If less than the proper amount of renewals are 
made this year, more than the average must be made next 
year or the year following. But we see that for the whole 
five years the renewals per mile have been growing less and 
less. How important this change is may be gathered from 
the fact that with renewals at th- same rate as in 1872, our 
railroads would have required 923,000 tons of rails last 
year for renewals alone, raising the total consumption of 
the country to 1,132,000, instead of 880,000, which at last 
year's prices for iron rails is equivalent to a saving of 
$10,000,000. 

Down to the close of 1876 it appears that about 1,650,000 
tons of Bessemer rails had been supplied to American 
railroads, which is about sufficient to lay 15,500 miles of 
track with 56 Ibs. rails. This is probably one-sixth or 
more of the total track mileage of the country, but the ef- 
fect of steel in reducing the quantity of rails worn out year- 
ly is not to be measured by the proportion of the mileage 
laid with it. 

The steel is almost without exception on those tracks 


which have the heaviest traffic, and it may be that |telegraphing be higher than would have been the case if 


the traffic which passes over steel rails is as great as that 





over all the other tracks in the country, though five times 
as long as the steel tracks. 

The steel rails manufactured in this country are the pro- 
duction of 11 works, one of which was not opened until 
near the last quarter of 1876. It is probable that these 
works can easily produce 500,000 tons of rails yearly. At 
the rate of production of last year, nearly 4,000 miles of 
track may be laid with steel yearly. By far the larger part 
of this goes into renewals, most new roads being still laid 
withiron. But allowing a consumption of 100,000 tons 
yearly for new road, we still have sufficient to renew 3,000 
miles of old track yearly. Doubtless some of the steel 
first laid has already been worn out and renewed, but the 
amount cannot yet be considerable. However, on the 
basis of an average life of 15 years even, there will be re- 
quired at the rate of 77,000 tons yearly to maintain the 
the tracks already laid with steel. For the whole railroad 
system of the United States, probably a life of 15 years 
would be too small for steel rails, but for the tracks now 
laid with steel, it will be a very satisfactory wear. Adding 
this 77,000 tons for renewals of steel to the 100,000 for 
new roads, we have 177,000 tons, and at last year’s rate of 
production this leaves but enough for 1,270 miles of re- 
newals of old iron tracks. As there are probably about 
78,000 miles of tracks still of iron, evidently there will be 
no lack of busizess for the steel works if all tracks are to 
be renewed with steel. That is by no means certain, how- 
ever. With the traffic which a great many roads can com- 
mand, there is no lack of durability in iron rails ; and if 
they are replaced with steel when they finally wear out, it 
will probably be because the steel makes a betler track—an 
easier way for the rolling stock—than because it makes a 
more durable one. ’ 








The Telegraph Combination. 


The telegraph war has at last ended, as doubtless was 
intended by those who begun it, by the virtual consolida- 


-| tion of the Western Union with the Atlantic & Pacific. 


The result is almost inevitable when competition is at- 
tempted between two telegraph companies which cover 
the same field, and unfortunately circumstances make such 
competition unusually easy in the case of telegraph busi- 
ness. When a new company attempts to compete with 
the Western Union on ground occupied by the latter, if 
the old company has followed ordinary business instincts 
it has supplied the facilities required for all the business 
which will pay at the places where it has offices. What- 
ever capital may be invested by the new company 
in-an attempt to serve the same places, there- 
fore, is so much added to the necessary invest- 
ment, and if both companies do a profitable business, 
then their customert pay more for interest on their invest- 
ments than would be necessary if there were but one tele- 
graph company. More than that, the expenses of the old 
company are very little reduced, even when a considerable 
portion of its business has been diverted to the competing 
line, and the expenses of the two companies are much 
greater than those of one doing the work of both would be. 
If, then, rates should be made to just cover profits and 6 
per cent. (or any other) rate of interest on the capital in- 
vested, the very first effect of a competing telegraph would 
be to raise the rates. However, as is well known, the re- 
verse is the fact. At points where they compete the two 
companies do business at cost, or much below cost. The 
new company cannot hope to make any profit unless 
eitber it does more business than the old one per dollar 
invested, or does its work at lower cost. It is commonly 
charged that the capital of the Western Union is largely 
in excess of the value of its property, and probably enough 
this is true—at least, the effect of such competition as 
that of the Atlantic & Pacific is inevitably to make it too 
large. On the score of expenses, it is not probable that.a 
new and small company will do any better than an old and 
large one, and in all cases the chief part of the earnings 
goes for expenses. 

But if a new company has little power to make profits 
for itself, it has great power to destroy the profits of its 
competitors. Most telegraph business comes from the 
large cities, and a comparatively small investment will 
pay for lines between the leading towns. Thus so long 
as it can pay expenses a new company without a very large 
capital can very greatly injure a rival, however old and 
well established. So, though the old company may have 
no use for its rival’s lines and other property, it will very 
much desire to get it out of the way, and unless it can 
actually kill it by competition— by making all its business 
worth less than its cost—it will finally be greatly tempted to 
pay something merely to get it out of the way; indeed, if it 
bankrupts it by competition it has to do substantially the 
same thing: it must buy the bankrupt lines else they will 
again spoil business in a new owner's hands; the differ- 
ence is that if the competition ends before bankruptcy the 
proprietors of the new line get better pay for their invest- 
ment—sometimes, indeed, very high pay. 

It is now doubtless inevitable either that the interest on 
telegraph investments be less, or that the rates paid for 


the Atlantic & Pacific had never entered the field against 





the Western Union. Virtually the effect of its competi- 
tion has been to increase considerably the necessary in- 
vestment in telegraph property in this country. And, 
what is most regrettable, the next great scheme of compe- 
tation will start with chances fairer than ever. If the 
Atlantic & Pacific could hope to succeed because it could 
provide lines at much less average cost than that of the 
Western Union lines, the Coming Telegraph Company's 
hopes will be stronger now that the Atlantic & Pacific 
investment is added to the Western Union's. And doubt- 
less its projectors will reason that if they cannot make 
money from their business, they will at least be likely to 
sell out at a profit to the Western Union. If they have 
nerve and capital, they can spoil its business if it does not 
come to terms; and if it does come to terms, then we have 
the investment of the Coming Telegraph Company added 
to that of those which have preceded it—a totally unnec- 
essary addition to the capital on which the telegraph 
business of the country will be made to pay interest if 
possible. 

Is there any end to this process? If telegraphs were as 
costly as railroads, it would be too dangerous to tempt 
even the most daring of speculative capitalists. But tele- 
graphs are easily made without very great cost, and one 
with a few offices may spoila great deal of business. The 
process of constructing new lines for the purpose of com- 
pelling the old ones to buy them has been going on with 
the Atlantic cables down to the present day, with the effect 
of largely increasing the cost of messages, however it may 
have been with the price so far. 

It is this readiness with which the cost of the telegraph 
system may be increased by additions which are not 
needed that gives the chief strength to the scheme for a 
a Government telegraph. The dangers of a corporate 
monopoly may be more considered by the community, but 
they are less than the dangers of competition in the form 
which it so frequently takes in telegraph business. 





Record of New Railroad Construction. 

This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows: 

Syracuse Geneva & Corning.—Extended from Beaver Dam, 
N. Y., north to Watkins Glen, 6 miles. 

Waynesburg & Washington.—The first track is laid from 
Washington, Pa., south to Baneville, 10 miles. It is of 3 ft, 
gauge. 

Minneapolis & St. Louis.—Extended from Sioux City Junc- 
tion, Minn., south to Waterville, 38 miles. 

Burlinglon, Cedar Rapids & Northern.—The Pacific Division 
is extended from Traer, Ia., west by north to Rhinebeck, 11 
miles. 

Nebraska.—Extended from Seward, Neb., westward to Troy, 
27 miles. 

Colorado Central.—The Floyd Hill Branch is extended from 
Idaho Springs, Col., west to Georgetown, 9 miles. It is of 8 ft, 
gauge. 

This makes a total of 101 miles of new railroad, making 943 
miles completed in the United States in 1877, against 1,231 
miles reported for the corresponding period in 1876, 607 in 
1875, 916 in 1874, 2,028 in 1873, and 3,485 in 1872. 





Tue History oF THE 4 FT. 8% IN. Gaveoe is told in a paper 
recently communicated to the Institution of Mechanica] En- 
gineers, by Mr. W. P. Marshall. In that paper it is stated 
that the Stockton & Darlington Railroad, which was opened in 
1825, was originally of 4 ft. 8 in. gauge between the rails, and 
as the latter were 2 in. thick, the gauge outside was 5 ft. Dur- 
ing the construction of the Liverpool & Manchester line, which 
was opened in 1830 and was commenced at the Manchester end 
with the 4 ft. 8 in. gauge, “there was”—to quote the testi- 
mony of Mr. Thomas L. Gooch, who was engaged under Mr, 
George Stephenson in the construction of that line—‘* much 
discussion during the construction of the line about curves 
and the self-acting of the conical tire in relieving the pressure 
of the flange against the rail, and the consequent need ofa 
certain amount of play in the gauges of the wheels and rails; 
especially as considerably higher speed was contemplated 
(even before the ‘‘ Rocket” was produced) than that on the 
Stockton & Darlington Railway. I venture to think, therefore, 
that the extra’4 in. was given to meet these considerations, 
and that this was the true origin of the 4 ft. 844 in. gauge.” 

It is very much to be regretted that the original distance of 
5 ft. outside the rails was not made the gauge inside. 








Tue Decuine tn Grain Suipments By Raw is frequently 
cited by certain newspapers as evidence of decreased earnings 
and profits on the trunk lines, and as since navigation opened 
the rail movement has not*been half as great as it was last 
year, a very good case is made out, if the grain traffic is a clue 
to the earnings and profits. What is remarkable is that these 
same papers last year cited the enormous movement by rail as 
evidence of great losses to the trunk lines, claiming that the 
expense of carrying greatly exceeded the price then received. 
It is diffioult to see why the railroads should suffer by the loss 
of an unprofitable traffic, or rather the titution of a 
smaller traffic which yields a profit, for a very large traffic 
which netted a loss. If there was a loss of a cent a bushel at last 
year’s rates, there has been a profit of as much as 4% cents a 
bushel at this year’s rates, and while on last year’s July busi- 
ness of 5,000,000 bushels there was a loss of $50,000, on this 
year’s, of 2,200,000 bushels, there was a profit of $99,000. 
This is not a change to be regretted, certainly. In 
fact, the summer grain traffic never has brought 
any considerable profit to the trunk lines. They 
are suffering this year, doubtless, for lack of business, 













































































































































388 





THE RAILROAD GAZETTE. 





{Avevst 24, 1877 








but not for lack of grain business. Even if they made a profit 
of 50 per cent. on the ridiculously low rates of 1876 (which is 
impossible) the railroads would be making as great a profit 
this year from half the traffic. The small grain traffic, by rail 
and water both, is significant of reduced railroad profits, but, 
so far as the trunk lines are concerned, only because it be- 
tokens a general dulness of traffic. It is the Northwestern 
railroads, which usually make a profit on grain whenever there 
is grain to carry, that suffer directly by the reduced traffic and 
that profit immediately and largely by its increase, and it is a 
matter of indifference to these roads whether the grain goes to 
the seaboard by rail or by water. Since navigation opened 
they have carried to the markets of the Northwest about 29 
per cent, less than last year ; but the tide has turned already, 
and it is probable that the comparisons will be quite favorable 
hereafter. But whether business grows larger or smaller, it 
cannot result in smaller profits than last year to the trunk 
lines. To put it mildly, they made nothing on their grain busi- 
ness last year; this year they will make something if they 
carry ever so little. 








Repucep Drivipenps on Two Cuicaco RarrRoaps are an- 
nuunced—the Chicago & Alton and the Chicago, Burlington & 
Quincy. The former drops from 4 to 3%, and the latter from 
5 to 4—both semi-annual. These have been among the solid- 
est railroad properties in the country, and both are 
managed with great intelligence and care and _ the 
strictest integrity. The reductions in the rate of dividend 
are not so remarkable as the fact that the old rates have been 
maintained so long. The Chicago & Alton paid 10 per cent. 
for nine years until last year, when 84% was paid; for 
the first half of this year it paid 4 per cent. The 
Chicago, Burlington & Quincy has paid 10 per cent. 
for some 15 years or more, and until now. Both roads 
have light capital accounts, and are certainly ex- 
cellent properties—among the very best in the country, and 
always sure of a heavy traffic. The great crops of the present 
year will doubtless increase their business largely over last 
year’s, but it is not so certain that profits will be increased in 
the same proportion. However, the stockholders are rather to 
be congratulated that they get so large dividends than condoled 
with because they are smaller than they used to be; and in this 
case they seem actually to have had their expectations more than 
fulfilled, for the stock has advanced since the dividends were 
declared. 

The Chicago, Rock Island & Pacific is now the only Chicago 
railroad which has not reduced its rate of dividend since 1873. 
That road reduced from 10 to 8 in 1870, but it has maintaiped 
the 8 per cent. rate to this day. The Illinois Central has fallen 
from 10 to 4, and the other Chicago railroads had not become 
regular dividend-paying lines before 1873. 








A “ Pree Ling,” the latest innovation in modes of transporta- 
tion, has been laid across New York city, from the oil station of 
the New York Central & Hudson River Railroad on the North 
River at Sixty-fourth street across the island to the East River, 
through which it is to be extended to Long Island at Hunter’s 
Point, which is the headquarters of the oil-refining business in 
the vicinity of New York. The line is said to be laid for a 
single firm of refiners—Messrs. J. A. Bostwick & Co ; but it 
would appear that it should be made to serve a more genera] 
purpose. The refineries are just where oil cars cannot reach 
them from any trunk line, and their supply of crude is now 
usually carried to‘them in lighters from the oil depots of the 
three trunk lines. Pipe lines would do away with the need of 
this transfer. The one just laid crosses Central Park. If it is 
properly laid, probably no one there or elsewhere in the city 
will be able to observe any signs of its existence, and a great 
deal is to be said in favor of such a mode of carrying oil in or 
around a city, as is evident to any man with a nose who has 
occasion to pass through the waters or along the docks of New 
York harbor. 


Tae New Geora1a Constitution is to have a clause giving 
the Legislature authority to regulate rates of fare and freight 
on railroads. This, however, will not affect railroads which 
have charters under the old constitution excepting them from 
the exercise of this authority. Whether any of the companies 
have such charters we do not know, but probably they have. 
Although there are probably in Georgia more railroads that 
pay dividends than in any other Southern State, still the roads 
there make very meagre incumes, and the return on the 
capital invested, though the old roads are very cheap ones, is 
very unsatisfactory; and for some years past the rates of freight 
on the most important traffic have fallen so low as to compel 
reductions in dividends where any were paid, and great distress 
elsewhere. 














THE NARROW-GAUGE CARS used on the New York & Manhattan 
Beach Railroad, whose weight we could not state exactly in 
our article last week, weigh, the open passenger cars (from 
the Centennial Railroad), 13,700 Ibg. each; and the flat cars, 
7,390 lbs. In a comparison made in our article of the strength 
of the cars of different gauges used on the excursion railroads, 
the reader would naturally infer that flat cars were referred to; 
but the comparison was actually between box cars. 








Variety may be the spice of life, but it is possible to get a 
little too much of jt in railroad appliances—for instance on the 
Erie Railway, where examination showed that rails by 70 dif- 
ferent manufacturers, 115 patterns of chairs, and 70 kinds of 
fish-plates are in use in the track. 











Three Rival Ports. 


The special efforts made, within late years, by Boston, Phila- 
delphia and Baltimore to extend their foreign commerce gives 
interest to the question, What bas been the effect upon the im- 
ports and exports ef each of those ports? We have compiled 
the following statistics from the Treasury reports with a view 
to answering this inquiry. e figures show the imports of 
merchandise and the exports of foreign and domestic goods at 








each port for each month of the last fiscal year and for each 
of the three fiscal year preceding: 




















IMPORTS. 

Baltimore. Boston. Philadelphia. 
ude¢es Sebeeecen 1876 $1,649,329 $2,418,647 $1,428,089 
BEBUGE 000 ccccccccceces 1,072,143 3,063,723 1,650,688 
September............- 1,290,691 3,201,222 1,021,998 
SENN c550c 0 cccsecsece 1,167,068 3,030,774 1,094,069 
November ...........:. 1,565,702 2,323,704 987,053 
ERS fea 1,698,613 903,713 
JONUATY...... 00000: 1877 2,911,181 1,253,011 
TN cacacnesk edeak 1,012,875 1,312,240 
Se ce cccsesecctenses 2,364,262 2,633,454 
TER Scns tccdsccccssee ce 2,446,813 2,104,449 
May. 2,021,156 2,276,734 
SUMEEGS -cnchecensecckes 2,723,473 . 5,070,629 2,412,189 

Total, 1876-7.......$22,323,306 $42,156,383 $19,077,687 

« 1875-6....... 22,340,629 37,413,623 22,471,576 

- 7 aecce St.00eene 51,982,000 24,236,000 

. . 29,302,000 52,212,000 26,447,000 

ad . 29,287,000 68,083,307 25,393,000 
EXPORTS. 

Baltimore. Boston. Philadelphia* 

Doucet ciasescs wn 1876 $3,037,932 $4,952,445 $4,014,319 

PURMUGS. ccc ccsccccescses 4,375,662 3,077,372 4,459 ,299 

September...........++- 3,834,783 4,123,970 5,623,395 

October.....- .......... 3,460,703 3,759,103 4,342,005 

MOVERS. oo ccccecceccs 3,476,767 4,221,713 4,941,513 

DOCGTRDST. 20. sccccscces 3,835,224 3,270,551 5,053,774 

PORGALY . cccvcccocvee 1877 2,651,139 3,724,912 3,929,181 

INE, oiccacetanebon 2,886,791 3,062,218 2,712,238 

ee . 2,916,404 3,400,873 2,582,677 

2,953,225 3,436,351 2,792,970 

3,168,399 3,499,954 3,194,439 

2,624,229 3,546,034 2,308,573 

Total, 1876-7.......$39,221,158 $43,066,496 $45,944,306 

“ 1875-6....... 8 570 37,256,136 4,291,794 

1874-5....... { 5,000 30,866,000 25,613,000 

1873-4....... 27,693,000 30,610,000 33,130,000 

1872-3....... 19,421,000 29,391,000 24,239,000 


Baltimore has succeeded in largely augmenting its export 
trade, the value of its shipmente having risen from $19,400,000 
in 1872-3 to $27,600,000 in 1874-5 and $39,200,000 in 1876-7. This 
very large increase in outward commerce has been due to the 
formation of steamship lines, which, through special arrange- 
ments with the Baltimore & Ohio Railroad have gained a large 
quantity of “through” grain freights from the Western cities 
to Europe. How far the railroad has sacrificed to enable the 
ocean steamers to carry in competition with the vessels of 
other ports is a matter best known to the managers, who on 
this point have been very reticent. It might naturally have 
been expected that this large increase in outward freight 
wuld bring a corresponding increase of imports in the way of 
back freights. On the contrary, however, the imports have 
largely declined, dropping from $29,300,000 in 1873-4 to $22,- 
300,000 in 1876-7. It must be remembered in making this com- 
parison, as well us in considering the trade of other ports, that 
the imports of the past fiscal year were extraordinarily light; 
but even allowing for that general decrease, Baltimore. has, 
for the last +wo years, fallen short materially of getting its for- 
mer share of the import trade of the country. This is a bad 
symptom for the future of the port; for it shows that, while ar- 
rangements at the expense of the Baltimore & Ohio Railroad 
may have enabled the port to temporarily angment its export 
trade ina large degree, yet the shipping thus artificially fos- 
tered has totally failed to attract the return trade upon which 
the shipping of a port must expect tc depend in the long run. 
In this very important sense Mr. Garrett’s policy of building 
up Baltimore through the railroad, bas, so far, proved a failure. 

Boston, through a railroad policy similar to that which has 
been applied at Baltimore, as wellas through the creation of 
extensive terminal facilities, has also increased its outward 
commerce very considerablv, the value of its exports hay- 
ing steadily risen from $29,400,000 iu 1872-3 to $43,000,000 in 
1876-7; the increase, however, has not been so Jarge in either 
ratio or amount as that which has occurred at the more 
Southern port But while Boston has been thus stimulating 
her export trade, through a process which, though largely ar- 
tificial, has been for the time being successful, she has lost 
ground very seriously onher import trade. The imports of 
that port were, in 1872-3, $68,100,000; in 1875-6, $37,400,000, and 
last year $42,100,000. After making due allowance for the ex- 
ceptional hghtness of the general importations of 1876-7, there 
still remains a balance of decrease to be accounted for on other 
grounds, and which must be regarded as showing a general de- 
cadence in this branch of Boston’s commerce; and the more so 
as the increase of outward cargoes should naturally have in- 
duced a corresponding gain in the inward trade. 

At Philadelphia the same rule prevails as at Boston and Bal- 
timore. There, again, a powerful railroad company has under- 
taken to foster foreign steamship service, and “ through” rates 
of freight have been established at such low figures as to at- 
tract to that route a large export of grain. The consequence 
is seen in an increase in the export trade from $24,200,000 in 
1872-3 and $33,100,000 in 1873-4 to $45,900,000 in 1876-7. But, 
with this increase in exports, the imports have fallen from $25,- 
400,000 in 1872-3 and $26,400,000 in 1873-4 to $19,100,000 in 
1876-7. 

Here we have three ports committed to a common policy of 
making large outlays to improve local facilities and of indi- 
rectly subsidizing ocean steamships through railroad compa- 
nies in order to augment their foreign trade. The result has 
been, in each case, identical—an increase of exports and an al- 
most equal decrease of imports. Taking the aggregate of the 
three ports, we have the following comparative results in each 
branch of trade : 


In 1876-77. In 1872-73. 
Imports............. $83,400,000 $122,700,000 Dec. . $39,300,000 
Exports............. 128,200,000 73,000,000 Inc... 55,200,000 


Thus, we have an increase of $55,200,000 in the combined ex- 
ports of the three ports, and a decrease in the imports of 
$39,000,000. What success, therefore, has come from the policy 
of these ports is wholly one-sided ; while the fact that, along 
with the increase in exports there has been an utter failure to 
draw imports, shows that the expansion of the outward trade 
depends for its permanence entirely upon the special aid of the 
tailroads and has no foundation in the reciprocities between 
the two branches of commerce. The railroads have succeeded 
in augmenting their export traffic; but this has been at large 
sacrifices on their part, from which they are now suffering ; but 
they have more than failed to increase their import trade. 
Whether the future results to the railroad companies will be 
better than the past, remains for time to prove.—New York 
Daily Bulletin. 








Arbitration in the English lron Trade. 

The circumstances under which a claim for a further reduc- 
tion in the wages of the workmen employed in the manufac- 
tured iron trade of the North of England was referred recently 
to arbitration are more than ordinarily interesting, and the 
statements alike of the employers and of the representatives of 
the workmen are of more than usual importance, even beyond 
the range of those interested in the iron trade, for they enter 
into some of the most keenly canvassed of the questions at is- 
sue between employers and workpeople. The Board of Arbi- 
tration and Conciliation for the North of England Manufac- 
tured Iron Trade was formed in March, 1869. It consists of 
representatives from each of the works joining it, chosen, one 
by the owners of the works and the other by the workmen 
thereat, A standing committee of five employers and five 









workmen is chosen, to whom disputes are first referred, and in 
case of their non-settlement, the Board deals with them ata 
full meeting. In cases of readjustment and wagcs over the 

whole of the works, it is a frequent occurrence to choose two 

arbitrators, who intervene between the Board and the inde- 

pendent umpire, but this is not always the case. In illustration 

of the extent of the work done, 1t may be stated that the Stand- 

ing Committee has in one year investigated forty disputes, and 

on most occasions its decisions were accepted without refer- 

ence to the Board, and that since the commencement there 

have been seven arbitrations on the oe uestion of wages, 

including that referred last month to Mr. David Dale. His award 

was made last Thursday; and in it he states that, after anxious- 

ly and carefully considering the evidence and the arguments 

jlaced before him, he has arrived at the conclusion that it is 

inexpedient to make any change in the wages now paid. Mr. 

Dale adds: ‘‘ While the proved decline in selling prices since 

the award of Messrs. Mundella & Williams lent considerable 

weight to the employers’ claim, I think that the ultimate inter- 
ests of both parties may be best consulted by leaving wages 

unaltered till more time has been allowed for seeing in what 

direction prices tend. Should it be decidedly downwards, it 

must not be understood to indicate any opinion that the pres- 
ent is to be regarded as a minimum rate of wages. Should the 

tendency be upwards, I think that a higher range of selling 

prices should not be expected to carry with it an immediate 
corresponding advance in wages, but that the employers must 

be regarded as having paid through a period of great depres- 
sion a rate of wages measured rather by the expectations of 

the future than the capabilities of the present.” Two attempts, 
it may be added, have been made to carry into practice a self- 
regulating sliding-scale of wages, by which rates of pay should 
vary with the selling price of iron, but both have been aban- 
doned. When it is added that the expenses are equally borne 
by employers and employed, and that about seven-eighths of 
the works in the trade in the North are connected with the 
Board, a general idea will be formed of the mode of working, 

and of the extent to which the system has been applied. __ 

The Auditor to the Board compiles a quarterly report, giving 
from official sources the extent and value of the trade done 
during the preceding three months by the associated works, 
and these statistical reports usually largely determine the rate 
of wages for the future. The claim of the employers for a re- 
duction of wages is most frequently based upon a decline in 
the extent and value of the work done, as shown in the quar- 
terly statements; while a reply of the workmen to such a claim 
usually details modifying circumstances. On the occasion of 
the recent claim for a reduction of wages to the extent of ten 
per ceut. less than the sum fixed by arbitration at the begin- 
ning of last year, this was the chief ground of contention by 
the employers. In the interval the amount of trade had fallen, 
chiefly by the paralysis of the rail trade; and the average 
realized price of the work done was about £1 per ton less. ra) 
this argument the workmen replied, that although the price of 
iron was less, the cost of production was also less ; and that 
the deficiency in the amount of the make was attributable 
entirely to the loss in the extent of the rail manutacture, which 
was now a decaying in@ustry, and that capital alone should 
bear the loss attributable to this cause. They urged, too, that 
under no circumstances should their wages be reduced below 
a certain amount, which they judged the minimum; and that 
if there were such a reduction, the loyalty of the men to the 
principle of arbitration would be most seriously affected. 

It is at the present time that the principle of arbitration is 
most placed upon its trial. During the first four years after 
the adoption of this mode of settlement of disputes the only 
effect was that it defined the extent of every increase of wages, 
but within the last two or three years the contrary has been 
the case. And, though it was easy to reap the benefits of the 
system, it is by no means so easy to suffer loss under that sys- 
tem, even though without it that loss wo. 1d accrue through 
the usual influence of the laws of supply and demand. The 
wish of the workmengto minimize that loss—to name a point 
beyond which, under no circumstances, shall a reduction take 
place—is one which would be fatal to the continuance of the 
plan of settlement of disputes; for, were it allowed, there 
would be a natural claim on the part of the employers for the 
definition of a boundary on the other side, and the result 
would be that arbitration would be restricted to the settlement 
of those middle demands in which the disagreement is merely 
one of detail. The statement that the resuits of any reduction 
were dreaded is one which cannot be passed over, for the 
results of the working of the system up to the time of the 
arbitration under consideration have been entirely in their 
favor. In 1869 wages were ona basis of eight shillings per 
ton for puddlers; but they rose rapidly to over thirteen 
shillings per ton, and fell, but more slowly, to the sum they 
stood at at the time of the employers’ demand, 8s. 3d. 
per ton. If during eight years the workmen have 
received largely increased wages under the system of arbi- 
tration, it is vain to complain now that they are likely to suffer , 
for they must take the bitters with the sweets. Perbaps dur- 
ing the history of the iron trade in the North there never was 
a more critical period than the present; certainly none in 
which prices were so generally low, orders so uncertain, and 
the possibilities of loss in working so great; and if wages are 
to reflect the condition of the trade, as they did to some extent 
in its prosperous days, they must fall with its adversity. It 
does not follow that wages should necessarily fall with a de- 
cline in the price of iron, for the cost of production may be 
equally lessened ; nor should it necessarily follow a diminished 
production, for other cirzumstances may intervene; but when 
the general condition of trade, as indicated by such circum- 
stances, is worse, wages must fall. If the result of arbitration 
were to interfere between the rise or the fall of wages in reflec- 
tion of economic Jaws, and of the hydrostatic balance of trade, 
it would be a fatal objection to it; but its applicability to the 
purpose is proved by the fact that it registers formally and in a 
binding mode what is informally and less definitely expressed 
in the general by the operation of local arrangements and local 
settlements of disputes. The Arbitration Board is merely on a 
large scale the mutual hall of the iron trade, in which both 
parties meet to discuss and to arrange, or to refer to settle- 
ment, all disputes; and to give it a reason for existence it 
should so determine, and its decision should be accepted by all 
its constituents.—Capital and Labor. 


@Qeneral QMailroad Mews. 

ELECTIONS AND APPOINTMENTS. 
Atchison, Solomon Valley & Denver.—The first board of di- 
rectors is as follows: A. J. Banta, Alexander Campbell, W. S. 
Ingram, Paul Jordan, W. J. Vreeland, Beloit, Kan.; Alexander 
Parker, R. W. Suda, Cawker City, Kan.; Wm. Reid, Alfred 
Simpson, Concordia, Kan.; C. W. Culp, Lulu, Kan.; Samuel 
Carter, Asherville, Kan.; Yates Douglas, Solomon Rapids, 
Kan.; J. McBuckard, Glen Elder, Kan. 

Baltimore & Delta.—This company has been organized with 
the following directors: A. W. Bradford, Philip T. George, 
James L. Sutton, Baltimore County, Md.; Stevenson Archer, 
Evan H. Rogers, Wm. H. Waters, Harford County, Mo. ; Foulk 
Jones, York, Pa. 

Baltimore & Ohio.—Mr. Wm. M. Clements has been appointed 
Assistant Master of Transportation of the Baltimore & Ohio 
Railroad, including the Main Stem, Locust Point, Washington, 





Bladensburg & Alexandria, Metropolitan, Frederick, Washing- 
ton County, Harper’s Ferry, Parkersburg and Wheeling, Pitts- 
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burgh & Baltimore branches. He entered upon his duties 
Aug. 20. Mr. Clements has been for some time General Agent 
at Baltimore. 


Bedford, Brownstown & Madison.—The officers of this com- 
pany now are: John Jager, President; J. A. Stillwell, Vice- 
President; J. R. Diexey, Secretary; W. T. Friedley, Treasurer. 
The contractors and lessees are Sullivan, Irwin & Co., of Madi- 
son, Ind. 

Bennington & Rutland.—The directors of this new company 
have elected A. B. Gardner, of Bennington, Vt., President ; 
George W. Harman, Clerk ; C. E. Houghton, Treasurer. 

Chicago & Iowa.—The organization of this road under the 
Receiver is as follows: Receiver, W. H. Holcomb, Rochelle, T).; 
Auditur, M. L. Ettinger, Rochelle, Ill.; Master Mechanic, H. 8. 
Bryan, Aurora, Ill. The Receiver will attend to all business 
heretofore performed by the Superintendent, general freight 
and ticket and purchasing agents. 

Chicago & Southwestern.—Col. George H. Nettleton has been 
appointed Receiver of the Atchison Branch in a foreclosure 
suit lately begun. 

Clayton & Theresa.—At the annual meeting recently the fol- 
lowing directors were chosen: A. F. Barker, John Johnstone, 
Thomas Rees, R. B. Biddlecom, 8. D. Johnston, J. Dorr, R. M. 
Esselatyn, Wm. Rogers, John A. Snell, Nathan Halloway, Eli- 
= McCarn, R. T. Jerome. The road is controlled by and 

eased to the Utica & Blick River Company. 

Grand Rapids & Indiana.—Mr. A. B. Leet, General Freight 
Agent, is appointed General Passenger Agent also, in place of 
J. H. Page, resigned. 

International & Great Northern.—Mr. J. H. Page 18 ap- 
»0inted General Passenger and Ticket Agent. He recently 

eld the same office on the Grand Rapids & Indiana. 

Louisville & Nashville.—The office of Master of Transporta- 
tion has been abolished, and employes heretofore under that 
officer will send their reports to the office of the Chief Operator 
and Train Dispatcher. 

Montclair & Greenwood Lake.—General Manager Burt an- 
nounces the followiug changes, which took effect Aug. 15: Mr. 
C. W. Douglas is appointed Superintendent in place of Mr. W. 
E. Dorwin, resigned. Mr. J. F. Mackie is appointed General 
Freight and Ticket Agent. AJl communications relative to 
freight, passenger or special excursion business, will be ad- 
dressed to him. Hereafter, all remittances will be addressed 
to Tappen Bowne, Cashier, Jersey City, N. J. 

Mr. Douglas was formerly a division superintendent on the 
Erie and later Superintendent of the Scuth Side Railroad of 
Long Island; he was also for a time on the New York & 
Oswego Midland. Mr. Mackie has been for some time on the 
New York & Oswego Midland. 

Northern Pacific.—Col. Samuel A. Black has been appointed 
Generat Superintendent aud Land Commissioner of the Pacific 
Division, with office at Kalama, Wash. Ter., in place of J. W. 
Sprague, resigned. Col. Black was formerly a division super- 
intendent on the Pennsylvania Railroad. 

Ohio & Mississippi —Mr. W. W. Peabody has been appointed 
General Superintendent, the office baving been vacant over a 
year. Mr. Peabody has been for a good while General Super- 
intendent of the Marietta & Cincinnat. 

Peoria & Rock Island.—Mr. Joseph Elder has been ap- 
pointed Master Mechanic, in place of Thomas Mosher, re- 
signed. Mr. Elder was formerly on the Rockford, Rock Island 
& St. Louis. 

Peoria & Springfield.—At the annual meeting in Pekin, I1l., 
Aug. 15, the following directors were chosen: James Haines, 
A. J. Ware, B. 8. Prettyman, D. I. Thompson, John D. McIn- 
tire, Pekin, [ll.; John Allen, A. J. Hodges, Peoria, [ll.; W. H. 
Smith, Urbana, Ill.; J. F. Coppel, Havana, Il. The board 
elected James Haines President; A.J. Ware, Vice-President; 

“D. T. Thompson, Treasurer, and B. 8. Prettyman, Secretary 
and Attorney. 

South Carolina.—Mr. L. C. Hendricks has been appointed 
Auditor, in place of J. R. Emery, deceased. 

South Mountain Iron.—The purchasers of this road have er- 
ganized a new company by the same name and elected as Pres- 
ident F. B. Kennedy, of Chambersburg, Pa. 

Western & Atlantic.—Mr. J. C. Courtney has been appointed 
General Accountant. Car service reports should been ad- 
dressed to him at Atlanta, Ga.. and drafts made on W. C. Mer- 
rill, Treasurer. Mr. T. H. Bell has been appointed Ticket Au- 
ditor, with office at Atlanta. 

Western North Carolina, Western Division.—Gov. Vance, of 
North Carolina, has appointed the following State directors in 
this company : D. Bryson, Swain County; R. V. Welch, J. 
Ratclift, Jr., Haywood County ; David Coleman, T. W. Patton, 
T. F. Davidson. Buncombe County; W. W. Rollins, Madison 
County ; J. 8. Neal, McDowell County. 


PERSONAL. 


—Mr. E. H. Graves, for nearly a year past Master of Trans- 
portation of the Ohio & Mississippi, has resigned on account of 
ll health. Mr. Graves has had full charge of the operations 
of the road, as there has been no Superintendent since his ap- 
pointment. g 

—Mr. W. E. Dorwin has resigned his position as Superintend- 
ent of the Montclair & Greenwood Lake road. He had held 
the position about a year, having been previously Assistant Su- 
perintendent of the Toledo, Peoria & Warsaw. 

—Col. J. J. Lawrence, formerly General Superintendent of 
the Allegheny Valley Railroad, has gone into the manufacture 
of white lead in Pittsburgh, having taken a partner and boaght 
the works of Schoonmaker & Co. ° 

—Mr. J. B. Grinnell, Receiver of the Central Railroad of Iowa, 
was taken dangerously sick last week, but is now reported as 
recovering. His sickness is believed to have been caused by 
eating cabbage grown close to potatoes on which Paris green 
had been used to kill potato bugs. 

—Mr. C. J. Brydges, General Superintendent of Government 
Railways for the Dominion of Canada, was recently presented 
with a very complimentary address by the people of Moncton, 
N. B., where the Intercolonial shops arelocated. Mr. Brydges 
replied, acknowledging the compliment in appropriate terms. 

—Capt. Henry Whatley Tyler, for many years and until a few 
weeks ago Chief Inspector of Railways of the British Board of 
Trade, has been knighted by the Queen in recogmtion of his 
eminent services in that position. He is now in this country, 
attending to his duties as President of the Grand Trunk Rail- 








way. 

—Mr. William Mason, the well-known locomotive builder, was 
thrown from his carriage one day last week, while riding near 
a railroad crossing in Taunton, Mass., his horses having taken 
fright at a passing train. Mr. Mason fell heavily and was seri- 
ously hurt about the face and head. 

—Mr. Lucius Robinson, of Newport, Vt., has retired from the 
position of General Manager of the Montreal, Portland & Bos- 
ton Railway, after holding it but a few months. 








TRAFFIC AND EARNINGS. 


Grain Movement. 
Chicago receipts and shipments for the week ending Aug. 
18 were: 


. 
Bailroad Earnings. 
Earnings for various periods are reported as follows : 
Seven months ending July 31: 

1877. 1876. Inc. or Dec. P.c. 
Cairo & St. Louis..... $138,881 $145,757 Dec.. $6,876 4.7 
Paducah & Memphis. 101,886 119,095 Dec.. 17,209 144 
St. Louis & South- 
eastern............ 578,669 581,944 Dec 
Siz months ending June 30 : 
Galveston, Harrisburg 


3,275 0.6 


& San Antonio...... $426,803 $283,259 Imc.. $143,544 50.7 
Mobile & Ohio........ 826,849 853,526 Dec 26,677 3.1 

Month of May : 

Bi sendonacdeecesines $1,234,095 $1,336,888 Dec.. $102,793 7.7 
Net earnings.... . 305,030 388,949 Dec 83,919 21.6 
Per cent. of exps.... 75.29 79.00 Dec 3.71 4.7 
Month of June: 

Galveston, Harrisburg 
& San Artonio...... $52,531 $40,320 Inc.. $12,211 30.3 

Mobile & Ohio....... 88,949 85,832 Inc.. 3,117 3.6 

Wellington, Grey & 
ey errr 26,143 29,516 Dec.. 3,373 114 
Month of July : 

Cairo & St Louis..... $15,141 $21,689 Dec.. $6,548 30.1 

Louisville & Nashville 390,483 364,623 Inc 25 860 7.1 

Paducah & Elizabeth- 

COUR. cccccceccccces BB BBD ncccccce covccvcccccsccces secs 
Paducah & Memphis. 15,577 13,041 Inec.. 2,536 19.5 
St. Louis & South- 

CR cicctesssuene 91,164 89,459 Inc.. 1,705 19 

First week in August: 

Denver & Rio Grande. GABBTE. ... ccccccoe | cndecsopecoceces 
Second week in August : 

Atchison, Topeka & 

Santa Fe...... ..... $61,992 $55,302 Inc.. $6,690 12.1 
Missouri, Kansas & 

EEE ; 200.009.0020 900 70,144 65,181 Inc.. 4,963 76 
St. Louis, Iron Mt. & 

Southern .......... 86,800 66,406 Inc.. 20,394 30.7 

Week ending Aug. 3: 

Great Western, of 
Canada............. $76,895 $62,420 Inc.. $14,475 23.2 
Week ending Aug. 4: 

Grand Trunk......... $166,216 $162,564 Inc.. $3,652 2.2 


Uoal Movement. 
Tonnages reported for the week ending Aug. 11 are as 
follows : 


1877. 1876. Decrease. P.c 
Anthracite............-00 281,084 425,087 144,003 33.9 
Semi-bituminous.......... 33,737 72,074 38,337 53.2 
Bituminous, Pennsylvania 21,436 30,981 9,545 30.8 


The strike in the Lehigh and Wyoming anthracite regions 
continues, the men being apparently very determined. The 
miners in the Schuylkill region are all at work. The latest ac- 
counts are that the Pennsylvania Coal Company’s miners had 
held a meeting at Pittston and resolved to join in the strike 
which will leave the Reading the only company not affected 
by it. 

‘Nenity all the miners in the Cumberland region are also on 
astrike. The Chesapeake & Ohio Canal is open, but hardly 
any of the boatmen are at work. 

The coal tonnage of the Pennsylvania Railroad for the seven 
months ending July 31 was: 





1877. 1876. Inc. or Dec. P.c. 

Anthracite............++ 346,313 391,169 Dec.. 44,856 11.5 
Semi-bituminous........ 882,535 854,810 Inc .. 27,725 3.2 
Bituminous ...........- 875,234 895,788 Dec.. 20,554 23 
0 OPPerrerrrae Terie ey 454 466 456,188 Dec.. 1,722 04 
Dota .ccscesscsces 2,558,548 2,597,955 Dec.. 39,407 1.5 


The July tonnages this year were generally much lighter 
than last year. 


THE SCRAP HEAP. 
Railroad Manufactures. 

The National Locomotive Works of W. H. Baily & Co., at 
Connellsville, Pa., ship last veek a narrow-gauge passen 
ger locomotive to the Springfield, Jackson & Pomeroy road, 
and are now filling an order for three engines for the Quincy, 
Parson & Southeastern. 

The Danforth Locomotive Works, at Paterson, N. J., have 
an order for five locomotives for the Erie Railway. 

The Rogers Locomotive Works, at Patersov, N. J., have an 
order for two locomotives for a Georgia road. 

Kellogg & Maurice, of Athens, Pa., are erecting an iron 
bridge over the Gaspereaux Kiver in Nova Scotia, for the 
Windsor & Annapolis road. 

The Wrought Iron Bridge Co., at Canton, O., has the con- 
tract for rebuilding the bridge over the Connecticut at North- 
ampton, Mass., which is1,219 feet long in eight spans, with 
18 ft. roadway, and will cost about $27,000, exclusive of floor- 
ing. The company is also building a highway bridge 930 feet 
iong in six spans, with 16 ft. roadway. at Culumbus Junction, 
Ia., which is the longest highway bridge in the State. Ithas 
just completed a bridge 160 feet bes, with 30 ft. roadway and 
two 8 ft. sidewalks, on iron piers 25 feet high at San Jose, 
Cal. Among the bridges under contract are one with six 120 
ft. spans, 18 ft. roadway and 5 ft. sidewalks, at Paris, Ont., and 
one of 256 ft. span and 18 ft. roadway, at Preston, W. Va. 
These are all on the companys patented truss plan, with all 
wrought-iron details. The company has now over 12,000 feet 
of bridging under construction and is running its works day 
and night, employing over 300 men. Itis building extensive 
additions to itsshops and machinery to meet increase of busi- 
ness. 

The Cedar Point blast furnace, at Port Henry, N. Y., will 
go out of blast, Sept. 1, for relining and other repairs. 

The Tennessee Iron & Steel Co., at Chattanooga, is making 
light mine rails and hasa large order for fish-plates fora 
Southern road. 

The Roane fron Co., at Chattanooga, Tenn., is making 35- 
Ibs. iron rails for the Natchez, Jackson & Columbus road. 
The company has ordered for its new steel rolling mill an en- 
gine with cylinders 42 by 42 inches, which 1s being built by 
the Corliss Steam Engine Co., at Providence, R. 1. 

The Wason Manufacturing Co., at Brightwood, Mass., last 
week shipped a first-class passenger car to the Boston & Provi- 
dence and two baggage cars to the Housatonic Railroad. 

The Guy train brake for freight trains, which has been for 
some time in use on the Boston & Maine, is to be generally 
— to the freight trains on that road. 

suit was recently begun by Samuel Torrey in the New 
York Superior Court to recover from the Grant Locomotive 
Works $25,724 commission on the contract for the locomotives 
buiitsome time ago for a Russian railroad. This week the 
case was transferred to the United States Circnxit Court on ap- 
plication of the defendants. 

The Passaic Zinc Co. is working its mine at Sterling Hill, 
Sussex County, N. J., with about 70 men. This mine has been 
worked about 25 years and the ore is still abundant. The ore 
is shipped by the New Jersey Midland road to West End ard 
thence hauled by teams to the company’s works on the New- 
ark meadows. 

The New Jersey Zinc Co. hasa considerable force at work 
in the Georges mine at Franklin Furnace, N. J., and is now 
puting down another shaft at the Green Spot, about halfa 
mile distant but on the same vein. The zinc ore is shipped 
to Bethlehem, Pa., by the Sussex and Delaware, Lackawanna & 





1877. 1876. Increase. P.c. 
Receipts.....6....++06 3,145,684 2,109,511 1,036,173 49.5 
Shipments...,......+- 2,923,640 1,919,125 1,004,515 52.3 











Western roads. 


The Monday Creek Iron Co. has been organized with a capi- 
tal stock of $100,000 for the purpose of bmlding a blast furnace 
and making iron on Monday Oreek, in the Hocking Valley 
iron region in Ohio. 

The Ogden Iron Co., at Ogden, Utah, has started up its 
works recently. Ithas a blast furnace, foundry, rolling mill 
and machine shop and owns a large water power, sufficient to 
run nearly all its shops. 


Fast Time. 

The Hamilton (Ont.) Times says: “The fast night express 
train on the Canada Southern Railway, on the night of the 
14th, left Amherstburg late, in consequence of waiting con- 
nections from the West, and made the run to St. Thomas in 
two hours and two minutes. Six minutes at Charing Cross for 
wood and water reduces the time to 116 minutes for 111 miles, 
which bas never been equalled except by the great run made 
some time ago over thisline with Mr. Vanderbilt. The same 
train made the run from St. Thomas to the International 
Bridge, 120 miles, in two hours and nineteen minutes, deduct- 
ing the time used in stops.” 


Enforcing Good Behavior. 


The New York World says: ‘Moses Howard, a passenger 
on the Louisville & Memphis Railroad, shot and kitted a brake- 
man named Henry Ready, for repeatedly slamming the door of 
the car. Though there was a newsboy in the car at the time, 
and Mr. Howard neglected to shoot him, his claims upon the 
sympathies of the traveling public are so strong that the 
World suggests a public subscription for his defense. This 
should be made a test case, and the inalienable nght of the 
passenger to slay the brakeman who thunderously slams the 
car door be finally established.” 


Contracts. 

Proposals will be received until Sept. 3 at the office of the 
County Auditor in Crawfordsville, Ind., for an iron bridge 60 
ft. long over Black Creek, three miles north of Crawfordsville 
and also at the same time for two stone abutments for saic 
bridge. Also at the same time and place for an iron bridge 238 
feet long over Sugar Creek in Brown township. Proposals 
will be received until —~ 28 at Cleveland for constructing a 
wooden bridge on stone foundations over Stony Creek. Plans, 
etc., may be had of the County Commissioners at the office of 
the County Auditor. 


Taking a Baby for Fare. 

The Middletown (N. Y.) Press of recent date says: ‘‘ Con- 
ductor James Tinney, on leaving Jersey City recently, found a 
passenger on his train—a woman with a baby in her arms— 
who refused to pay her fare. Not wishing to put her off the 
train between two stations, being too gallant a man for that, 
he allowed her to ride to Paterson. At that point the woman 
got off, aud in assisting her to alight Conductor Tinney got 
possession of the baby. He tucked the juvenile under his arm, 
and notified the woman that when she had paid her fare she 
could have the baby and not before. The baby began kicking 
and squalling as Conductor Tinney started for the depot. The 
woman pursued him, pocket-book in hand, and finally paid her 
fare, receiving in return the baby. On opening her pocket- 
book it was seen that she had plenty of money, and her con- 
duct, therefore, was inexcusable. The question naturally 
arises, what would Mr. Tinney have done if the mother had 
declined to pay, and walked off leaving the baby in his posses- 
sion ?” 

Steam Street Oars. 

The first of several steam cars ordered was pnt on the Third 
Avenue Railroad in Brooklyn Aug. 21, and is reported as mak- 
ing its first trips from Fulton Ferry to Greenwood very suc- 
cessfully. These cars are not the separate motor, but have the 
boiler on the front platform and the engine under the car, like 
some of those in use in Philadelphia. 


Electrical Light fur Railroad Stations. 

London Engineering says: “The electrical illumination 
of the Lyons railway station is being completed. They are 
now using twelve electric lamps. This number will be en- 
larged successively to twenty-four lamps, fed with one light- 
producing and one light-distributing machine. It is believed 
that 22-horse power will give a power of 2,400 gas-lamps, using 
100 litres each per hour.” 


The Narrowest Gauge. 

We have received some photographs of the Summer Heights 
& Hazlewood Valley Railroad, which is hardly as long as its 
name and is onlv of ten inches gange. I: ia thus described by 
its owner; “Situated 744 miles from Boston, in the town of 
Hyde Park, on the line of the Boston & Providence Railroad. 
It is the narrowest gauge railroad in the world, being only 10 
inches between the rails, and was projected and built by G. E. 
Mansfield as an experiment, and completed August, 1875. 
Its length is nearly one-fourth of a mile; has one bridge, 60 
feet long, two road crossings, one reverse curve, a switch, 
turn-out anda branch. The longest tangent on the road is 50 
feet ; maximum grade, $12 feet to the mile; average grade, 
280 feet ; sharpest curves, 14, 25 and 43 feet radius: curve on 
bridge, 126 feet radius, with grade of 317 feet. The weight of 
cars is 100 and 150 pounds, carrying more than six times their 
own weight at a speed of 25 miles per hour, the fastest time 
made over the road, including stopping and starting, being 45 
seconds.” 

What motive power is used is not stated, probably gravity 
one way. One of the photographs shows two of the cara, 
which are open and are each cariied on two four-wheeled 
trucks, apparently having wheels of about six inches diameter. 


OLD AND NEW ROADS. 
Alabama & Chattanooga. 

The latest owners or | papers oe of this road, Erlanger & Co., 
of London, have issued 4 circular to the first-mortgage bond- 
holders offering them an opportunity to join in the purchase. 
The nominal amount paid for the road is stated at $1,480,096 ; 
amount needed to put the rad in good order, $570,000; ex- 
penses of reorganization, $60,000—making $2,110,096 in all. It 
is proposed to organize an English company to be known as 
the Alabama Great Southern Company, if possible; if the law 
of Alabama will not permit such an arrangement, the organi- 
zation will be made in the State. In either event the new com- 
pany will issue $1,750,000 new 6 per cent. first-mortgage bonds ; 
15,660 preferred shares of £10 each, bearing a cumulative in- 
terest of 6 per cent. extending to six years’ arrears, to be in- 
creased pari passu with the dividend on t' e ordinary shares 
as soon as the earnings on the road are sufficient to pay 6 per 
cent. on the latter, and 156,600 ordinary shares of £10 
each. The bondholders may, upon payment of 10 per 
cent., or £20 on each $1,000 Alabama and Chatta- 
nooga first mortgage indorsed bond of 1869, become en- 
titled to two preferred shares and to 20 ordinary shares in the 
new railroad. After Sept. 10, should any preferred shares re- 
main unapplied for, bondholders may receive an excess allot- 
ment of both styles of shares on condition that they apply for 
them at the time of making their pro rata application. This 
option is not to interfere with the right of bondholders to par- 
ticipate in the benefits of the compromise made by the Council 
of Foreign Bondholders with the State of Alabama, the State 
having guaranteed the bonds to the extent of $16,000 per com- 
pleted mile and siding. It is believed that the proceeds of the 
preferred shares will provide all the cash required, and that 
the balance can be paid in bonds. 











It is understood that bondholders have not shown much dis- 
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position to join with Erlanger & Co., most of them being un- 
wilhng to make any further payments. It is not F sponay nt that 
the road can do more for a gpod while to come than earn the 
interest on the proposed new mortgage; it can hardly be 
expected to do that for the first year or two, and the increase 
of its traffic must necessarily be very slow. 


Atchison, Solomon Valley & "enver. 

A company by this name was organized at Beloit, Kan., Aug. 
14, to build a railroad from Washington, Kan., the terminus of 
the Central Branch, Union Pacific, westward into the Solomon 
Valley. 


Atlantic & Pacific Telegraph. 

Committees of conference from this company and the West- 
ern Union Telegraph have been holding meetings for some 
time for the purpose of settling on a basis for peoling earnings, 
and have agreed upon a pool, the Western Union to have 
seven-eighths and the Atlantic & Pacific one-eighth of the re- 
ceipts, rates agreed upon to be maintained by both companies. 
The reported agreement includes also the transfer to the West- 
ern Union of a controlling interest in the stock of the Atlantic 
& Pacific. This agreement will doubtless put an end to the 
present telegraphic competition, and will also prevent any re- 
currence of it, except by some new company. 


Atlantic & Great Western. 

The working time in the shops at Meadville and Kent has 
been increased from 40 to 54 hours per week. 

The Receiver, in recognition of the steadiness of the em- 
ployes of the road during the recent strikes, has given to all 


the men and their families a free excursion to Chatauqua 
Lake. 


Baltimore & Ohio. 

The Baltimore Gazette says: “ Mr. N. Guilford, the General 
Freight Agent of the Baltimore & Ohio Railrcad Company, is 
rapidly completing and perfecting arrangements for the 
transaction of the express business, On to-morrow the com- 
pany will be prepared to receive express-freight packages, and 
also O. O. D. collections for all stations on the Marietta & Cin- 
cinnati road and its branches, on the Pittsburgh & Connells- 
ville, Central Ohio, Parkersburg Branch, Washington Branch, 
and the main stem of the Baltimore & Ohio road. Before many 
days the express route will be extended to Sandusky, Chicago, 
St. Louis and Louisville, and in the early future the company 
will be ready to transmit money packages and atteud to collec- 
tions of bills and drafts. The company has taken the large 


and convenient office No. 133 est Baltimore street, 
between South and Calvert streets, and will im- 
mediately have it handsonely fitted up and _ fur- 
nished by the workmen from the _ railroad com- 


pany’s workshops at Mount Clare. It is admirably adanted for 
the purpose, and will be ready for occupation on Saturday 
morning, when the Superintendent of the express company, 
Mr. Trego, will move his headquarters from Camden station to 
Baltimore street. Five double and two single wagons are now 
in use here, and a large and gratifying business is reported.” 


Baltimore & Delta. 

Ata meeting of subscribers to the stock held in Belair, Md., 
last week, this company was organized. It was reported that 
$76,000 subscriptions had been secured for the Belair route and 
only $56,650 for the Twining Valley route, and it was therefore 
voted to adopt the Belair route. The road 1s to be of 3 ft. 
gauge, and to run from Baltimore north by east to Delta in 
Harford County near the Pennsylvania line, about 30 miles. 


Bedford, Brownstown & Madison. 

Mr. J. R. Dickey, Secretary of this meen, writes as fol- 
lows: ‘‘ The office of the company is at Madison, Ind. It is to 
be a 3 ft. gauge road. Sullivan, Irwin & Co., of Madison, are 
the contractors and lessees, and expect to begin work about 
Sept. 10. The line of the road is from Madison, Ind., west to 
Bedlord, about 60 miles; the engineers are now locating it.” 


Burlington, Oedar Rapids & Northern. 

The Pacific Division is now completed and opened for traffic 
to Rhinebeck, Ia., 11 miles west by north from the old terminus 
at Traer, and 36 miles from the junction with the main line at 
Vinton. Trains are running regularly through to Rhinebeck. 


Oentral, of New Jersey. 

A number of the strikers on this road were arrested at the 
time of the strike and were last week brought before the Vice- 
Chancellor of New Jersey, the road being in charge of the Court 
of Chancery. r hearing testimony and argument, the Vice- 
Chancellor sentenced one of the leaders of the strikers to a fine 
of $50 and imprisonment during the pleasure of the Court. 
This punishment is for contempt of Court and leaves the striker 
still hable to trial for his offense against statute law. 

The coroner’s jury in the ae drawbridge accident 
cases returned a verdict attributing the- accident to the negli- 
gence of Conrow, the bridge-tender, in giving the safety signal 
to the approaching train without first making sure that the 
bridge was securely fastened. The jury also found that the safety 
of the public requires a much lower ratg of speed than has been 
customary in crossing the bridge. Conrow was subsequently 
arrested on a charge of manslaughter and was committed to 
await the action of the grand jury. 


Ohesapeake & Ohio. in ' . , 

Under the Supreme Court decision holding this road subject 
to taxation un Virginia, except for the section from Covington 
to the West Virginia line, an order was last week entered in 
the Virgima Cireut Court fixing the amount ot taxes due at 
$96,264.16. It has been agreed, with the approval of the Court, 
that these taxes may be paid ip six semi-annual installments, 
the deferred payments to bear 6 per cent. interest. The pay- 
ment will be secured by the execution of a trust deed to be 
held by the trustees until all the payments are made. 


Chesapeake & Ohio Oanal. 

Ata per | held in Cumberland, Md., Aug. 21, the board of 
directors resolved to reduce the tolls and wharfage charges on 
coal from Cumberland to Georgetown from 40 to 25 cents per 
ton, on condition that the rates of treight paid to boatmen 
shall be fixed at 90 cents per ton from Cumberland to George- 
town and 95 cents to Alexandria. If this condition is not com- 
plied with, the old rates of toll will be maintained. 

This is intended as a compromise with the boatmen, while 
keeping freaght rates the same. The rates have heretofore 
been $1.15 per ton to Georgetown, 40 cents going for tolls and 
wharfage and 75 cents to the boat. Under these rates the 
boatmen struck for $1 per ton. The new arrangement will 
keep the freight at $1.15, but the boatmen will get 90 cents, 
only 25 cents going for canal charges. 


Chicago, Burlington & Quincy. 
Forty conductors, sixty brakemen and thirty other strikers 


were given their time on Wednesday, Aug. 1, at Galesburg, 
Iil., and their places at once filled by other men. 


Chicago & Lake Huron. 

On Aug. 20 the long Frayer through train between Chicago 
and Port Huron over this road began to run. It is run in con- 
nection with the Grand Trunk through trains, and leaves Chi- 
cago from the Fort Wayne depot, running on the Fort Wayne 
road to Valparaiso. The distances by this road and the Grand 
Trunk from Chicago are: to Port Huron, 325 miles; Buffalo, 
521; Toronto,424; Montreal, 757; Portland, 1,054. From Chi- 
cago to Buffalo the distance is the same as by the Michigan 
Central and Great Western, 19 miles less than by the Michigan 
Central and Canada Southern, and 19 miles Jess than by the 


Lake Shore. From Chicago to Portland the distance is 34 
miles more than from Chicago to Boston by the Michigan Cen- 
tral, Great Western, New York Central and Boston & Albany. 


Chicago & Southwestern. 

Baron T. C. A. Van Weel, who represents about $700,050 of 
the $1,000,000 bonds issued under the mortgage on the Atchi- 
son Branch, has begun suit in the Buchanap County (Mo.) 
Circuit Court to foreclose the mortgage. Upon_his complaint 
the Court has appointed Col. George H. Nettleton (General 
Manager of the Kansas City, St. Joseph & Council Bluffs road) 
Receiver, and he has taken possession. No opposition will, it 
1s expected, be made to the suit, and a decree of foreclosure 
will probably be granted at the September term. 

The Atchison Branch is 30 miles long, from Edgerton Junc- 
tion, Mo., to Atchison, Kan., and was built by the Chicago & 
Southwestern Company, but the bonds were not guaranteed by 
the Rock Island Company, as.were those of the main line of the 
Southwestern. The bonds are nearly all held in Europe. The 
earnings of the branch are very small. 


Oleveland, Tuscarawas Valley & Wheeling. 

Work has been begun on the extension of this road from 
Uhrichsville, O., to Wheeling, W. Va., and several contracts 
have been let. Oue section of five miles near Flushing, O., 
which includes the heaviest work on the line, besides a tunnel 
1,400 feet long, has been let to Peter V. Keegan, who has a con- 
siderable force employed. 

At a recent special meeting the stockholders voted to build a 
branch about one mile long, from Navarre, in Stark County, 
O., west to the Porman coal shaft. 


Colorado Central. 

The Floyd Hill Branch was completed to Georgetown, Col. 
Aug. 14, the new terminus being 17 miles beyond the oid 
terminus at Floyd Hill and 21 miles from the junction with the 
Black Hawk Branch. This branch is of 3 ft. gauge. 

The grading is nearly completed for the extension of the 
narrow-gauge line from Black Hawk to Central City, 33% miles. 
There is some very heavy work on this line and it will have 
one grade of 185 feet to the mile. 

The extension of the main line from Longmont, Col., to 
Hazard on the Union Pacific is progressing steadily. A large 
part of the grading 1s done pe 4 work has been begun on the 
bridge at Fort Collins. 


Denver & Rio Grande. 

The Auditor’s report for May, covering the whole road, 275 
miles, is as follows: 
Ee ee ee 
Passengers, express and mails..........cccccccsccccceccccs 
Miscellaneous 


$40,827 33 
27,147 28 
78 00 


$68,052 61 
32,321 53 





pe SR ern ey oe ee 
Expenses (47.49 per cent.).... 


Net earnings ($130 per mi'e)............05+ sesseces $35,731 08 

The gross earnings include, besides $6,567.06 for mail ser- 

vice, $533.48 for transportation of troops and Government 
freight. 


Des Moines Rapids Improvement. 

The canal built by the Federal Government around the Des 
Moines Rapids of the Mississippi at Keokuk, Ia., is completed 
after being nearly ten years under construc ion, and was to be 
formally opened for the psssage ot boats Aug. 21. The canal 
is 744 miles long and 300 feet wide, and has tows locks, each 
350 feet long. It bas been builtin a very substanti«] manner 
and has cost about $4,000,000 in ail. It is expected to be of 
very great benefit to boats navigating the upper Mississippi. 


Dividends. 


Dividends have been declared as follows: 

Chicago, Burlington & Quincy, 4 per cent., semi-annual, pay- 
able Sept 15. 

Schuylkill Navigation (leased to Philadelphia & Reading), 
$1.40 per share of preferred and 70 cents per share of common 
stock, payable after Aug. 22, in scrip. 

Erie. 

A London dispatch says that at a meeting of bond and stock- 
holders in that city Aug. 20, a resolution was adopted author- 
izing the extension of the third rail from Waverley eastward to 
Binghamton, 41 miles. This cxtension of the third rail has 
been talked of for some time and is intended to secure an Al- 
bany and New England connection over the Albany and Sus- 
quehanna road, without the necessity of transshipment or 
changing tracks at Binghamton. 


Extensions of Mail Service. 
Mail service has been ordered over the following new lines: 
Atchison, Topeka & Santa Fe, from Florence, Kan., to 
Eldorado, 30 miles. 
Nebraska Railway, from Seward, Neb., to York, 27 miles. 


Foreclosure Sales. 

Sales «f railroad property under legal process are noted as 
follows: 

Schuylerville & Upper Hudson, at Saratoga, N. Y., last week, 
under foreclosure of mortgage. Bought for $10,000 by Isaac 
V. Baker, who is understood to act for the Delaware & Hudson 
Canal Company. The road is intended to run from Mechanics- 
ville, N. Y., on the Rensselaer & Saratoga northward through 
Schuylerville to Fort Edward, 27 miles, forming a cut-off or 
short line for business bound northward. No part of the road 
is completed, the hi consisting of the right of way and 
some graded road-bed. By the latest statement the funded 
debt was $65,000. 

Memphis Branch, at Rome, Ga., Aug. 14, to satisfy the lien 
of the State of Georgia for interest paid on endorsed bonds. 
Bought by Wm. Phillips, President of the Marietta & North 
Georgia Company for $9,100. The road 1s of 3 ft. gauge, is 
graded for 17 miles from Rome, Ga., westward towards Deca- 
tur, Ala., and has five miles of track laid ; there were also one 
engine and four flat cars. It is said that the purchaser means 
to take up the rails and use them and the equipment on his 
own road. 


Franklin & Oypremort. 

It is proposed to build a narrow-gauge railroad from Frank- 
lin, in St. Mary’s Parish, La., westward to Cypremort, near the 
mouth of the bayou of the same name. The distance is about 
20 miles and a contractor has offered'to build the road and pro- 
vide sufficient equipment for $6,500 per mile. 

Fredericton. 

This road has been leasefl by the company to E. R. Burpee 
and F. B. Edgecombe for a period of five years at an annual 
rental, the amount of which is not stated. The roadis 23 miles 
long and connects Fredericton, the capital of New Brunswick, 
with the European & North American road. Mr. Burpee is 
Treasurer of the company. 


Gilbert Elevated. 


Dr. R. H. Gilbert has begun suit against this company, the 
New York Loan & Improvement Company and the Edgemoor 
Iron Company to restrain them from carrying out certain con- 
tracts. 

The complaint alleges that the contract for the construction 
of the road was let to the New York Loan & Improvement Com- 
pany, payment to be made in stock and bonds o} the Gilbert 
Elevated Company of the par value of $2,000,000 per mile, and 
that the contractor subsequently sut-let the contract to the 





Edgemoor Iron Company ior $300,000 per mile, 





Great Western of Canada. 

At a special meeting held in London, England, Aug. 3, the 
stockholders voted to authorize the proposed new issue of ordi- 
nary stock for the purpose of paying off and redeeming the 
whole or part of the terminable bonds. The President stated 
that the new stock would be issued at £5 5s. per share and in 
the proportion of 12 shares to each 100 shares of the present 
stock The total amount of the terminable bonds is £666,500, 
of which £119,500 fell due last year, £485,000 will be due Oct. 1, 
1877, and the remaining £62,000 will be due in 1878. An issue 
of £500,000 new 7 per cent. bonds was authorized some time 
since, leaving £166,500 to be provided for, and this amount it 
is now pre posed to raise by the new issue of stock. 


Hannibal & St. Joseph. 

Notice is given that an application will be made the Missouri 
Circuit Court on behalf of certain stockho!dere for the appoint- 
ment of a receiver for this road. The complaint in the case al- 
leges mismanagement and fraud, and charges that the prop- 
perty has depreciated and the debt increased, and the value of 
the stock almost destroyed. The case was to come up at King- 
ston, Mo., Aug. 20. 

In answer to a letter from several stockholders, President 
Richardson has published tie following statement: 

‘In reply to your letter of the 18th inst., requesting a state- 
ment of the floating debt and financial condition, etc., of this 
company, I have to repert as follows: 
Common stock. ......22. scccccsccccccces 
Preferred stock. ........ccccececsccsesees 


$9,168,700 00 
5,083,024 00 


$14,251,724 00 








NE HIND BOING ok5 os occ cccodecsceca $3,000,000 00 
Wao VORE BONER. oo. 2 ces ccccsecccece 4,000,000 00 
Quincy & Palmyra bonds 500,000 00 
Kansas City & Cameron.................- 1,200,000 00 











8,700,000 00 

EE 1s, 0 6c nadedenwetaesnshoninteeds $22,951,724 00 
The floating debt, including operating liabilities, 

EB oes cc sccccccscccccccope cocccene cotesecencss ° 219,971 11 

ASSETS. 

Land grant notes or mortgages..........--cseeeeseeees $2,700,000 00 
About 100.000 acres of land, average salesin these de- 

pressed times about $12 per acre, Say.............. 1,000,000 00 


“Length of road about 300 miles. The company owns the 
bridge at Kansas City, which cost $1,600,000, and is clear - no 
bonds on it. We also own the entire approach to this bridge— 
the one at Atchison and St. Joseph. On the above, we receive 
a royalty of over $80,000 per year. 

“The company now has the use of elevator at St. Joseph, and 
will have the use of the one erecting at Hannibal about Sept. 
1. The one at Kansas City is progressing favorably. Our 
freight agent estimates that these elevators will be worth at 
least $200,000 per year to the road. 

“This company has paid all its lega) claims as called upon to 
date, and have, this season, put down 2,000 tons of steel rails, 
with new ties, and expect to lay 3,000 tons more during the 
year ; have also renewed a large amount of rolling etock. 

‘“*T feel confident that the road is now in condition to earn a 
dividend for its shareholders after providing for al] its obliga- 
tions. 

“The earnings for the month of April, May and June show 
an increase of $83,846.36. The business at present is large and 
the outlook very satisfactory. I have been over the road 
monthly, and expect to continue to do so while I am in your 
service. ” 


Harlem Extension. 

The recent foreclosure and the organization of the new Ben- 
nington & Rutland Company covered only the 55 miles of the 
road from Rutland, Vt., to Bennington, leaving the 53 miles 
from Bennington to Chatham Four Corners still in possession 
of the Central Vermont. On Aug. 20, that company gave no- 
tice that after that day it would not operate this southern end 
of the road, on the ground that it did .not pay, and that, hav- 
ing leased the whole road it was released from any obligation 
to run it when dispossessed of the northern half. On the fol- 
lowing day all the Central Vermont equipment was withdrawn 
from the road and no trains were run. The company will 
probably make arrangements for working the road in a few 
days. 


Illinois Midland. 

The shops lately burned at Paris, Il., are to be rebuilt at 
the same place, the people of the town having subscribed 
$6,000 to aid in the work. 

Indianapolis, Cincinnati & Lafayette. 

Receiver Ingalls’ report for June is as follows: 





Agents’ remittances, passenger account.................. $63,476 21 
o ae freight we epbbes dens eGasioems 48,089 40 
POC NE GE MOON GUN BOUNNODS cc caccatctsccccocsosecosesees 80,223 53 
00h ccsvacccencvesbscsuswstéicivensctnsacebaccen $191,789 14 
SiN BO NOUN os 0n500con0ndsséccdoeereswaess 180,035 02 
MN akdbbbidscvcwscscanmacnsacsheatied beetles $11,754 12 


Showing a surplus of receipts over disbursements of $11,754.12 
for the month. . 

It is said that the Greensburg Quarry Branch of this road is 
to be extended from its present terminus near Greensbur 
Ind., south by west to North Vernon, 22 miles, where it wi 
connect with the main line and Louisville Branch of the Ohio 
& Mississippi. 


Iowa Northern Central. 

This company several years ago began work on a line from 
Keokuk, Ia., to Iowa City, but stop a work after some road- 
bed had been graded and bridges built, and the company has 
been supposed to be practically dead. Recently some arrange- 
ment has been made between a new company known as the 
Keokuk & Northwestern and the construction company which 
had the contract for the old road for the transfer of the prop- 
erty to the Keokuk & Northwestern. The Iowa Northern Cen- 
tral Company, however, recently held a mieeting and appointed 
a committee to protect its interests, and this committee has 
begun suit to set aside the old contract and reclaim the prop- 
erty. 


Joplin. 
The stations on this new road with the distances from the 
—- with the Missouri River, Fort Scott & Gulf at Girard, 
fan., are: Dwight, 5 miles; Lone Oak, 8 ; Pittsburgh, 10; 
Carbon Junction, 12; State Line, 18 ; Georgia, Mo., 23 ; Mis- 
souri & Western Crossing, 29; Webb City, 32 ; Joplin, 34. The 
distance from Girard to Joplin is four miles less than hereto- 
fore reported. 


Kansas Oity Union Depot. 

A Kansas City (Mo.) dispatch of Aug. 13 says: “ The con- 
tract for building the new union depot was let to-day to J. A. 
McGonigle, of Leavenworth. The foundations are already 
built and work will be commenced immediately towards push- 
ing the building on to completion. It will cost $200,000.” 


Lehigh Valley. 

In Philadelphia, Aug. 21, John Hunt, James Bennett and 
Wm. Weiss, striking brakemen, were put on trial in the United 
States District Court for obstructing the mails, they having as- 
sisted in stopping a mail train on the Lehigh Valley road at 
Easton, July 26. The Court charged the jury that the regu- 
lating of the transportation of the mails was a matter for the 
Federal Government and not to be interfered with by private 
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ersons. All three prisoners were found guilty and remanded 
or sentence. 

The mining regions served by this road are still in a very un- 
settled condition, and some attempts have been made by the 
miners to interfere with the operation of the road. A consid- 
erable force of State militia is still stationed along the line. 


Louisville & Nashville. 

This company’s statement of earnings for July is as follows : 
1877, $390,483.40; 1876, $364,623.57 ; increase, $25,859.83, or 7.1 
per cent. The statement further says: “It is proper to state 
that, while the earnings for July, 1877, show an increase of 
$25,859.83, compared with the heavy Centennial traffic of the 
corresponding period of 1876, this increase is considerably less 
than it would have been but for the total inability of our con- 
nections north of the Obio to move, for a space of ten days, by 
reason of the strike, freight passing between the two sections 
of the country.” 


Mammoth Oave Branch. 

A company is being formed in Louisville, Ky., to build a 
branch from the most convenient point on the Louisville & 
Nashville road to the famous Mammoth Cave. The distance is 
about 10 miles. 


Maine Oentral. 

The Portland (Me.) Advertiser of Aug. 16 says: ‘ The direc- 
tors of the Maine Central Railroad consummated, at their last 
monthly meeting, a transaction which cannot fail to prove of 
very great importance to the future of the company, and will 
no doubt have an immediate effect for the better upon all its 
securities. We are informed, upon trustworthy authority, that 
Messrs. J. B. Brown & Sons, of this city, acting for themselves 
and a ‘syndicate’ of influential railroad men in the State, have 
ot ape pr a sufficient amount of the consolidated mortgage 

onds of the company to entirely extinguish its floating debt. 
The result of this proceeding will not only be a relief of the 
Maine Central from any possible embarrassment which might 
arise from disturbances in the money market, but it will tend 
likewise to a considerable advance in all its funded obligations. 
We are informed that, in spite of the ‘hard times,’ the busi- 
ness of the Maine Central for the year will show nef earnings 
considerably in advance of those of any previous year.” 


Martin Oounty. 

A company by this name has nearly completed the grading 
ofa road from Winnebago City, Minn., west by south to Fair- 
mount in Martin County, 20 miles. It will be an extension of 
the Southern Minnesota, and will probably be worked by that 
company. The company has also begun work on a branch 10 
miles long from a point near Winnebago City southeast to 
Blue Earth City’ The grading of the Fairmount line is well 
advanced, the bridge over the Sine Earth River completed and 
the rails have been bought. The contractors for the grading 
are Olssen & Anderson. 


Marietta & Cincinnati. 

The business of Adams Express Company was withdrawn 
from this road Aug. 23. The express business over the line 
will hereafter be done by the freight department of the road, 
and will be managed in direct connection with the Baltimore & 
Ohio express lines. 


Memphis & Little Rock. 


The history of this company’s litigation with the St. Louis 
& tron Mountain so far has been avout as follows: 

The latter road on the Ist of August forbade the former to 
make use of certain approaches to the city of Little Rock, and 
certain tracks and privileges in Little Rock, wes © the 
Iron Mountain railway. The Memphis & Little road 
thereupon obtained a temporary injunction mag my | the 
Iron Mountain Company from such probibition. The hear- 
ing of the injunction was set for some time in September. 
Early in the present month the tron Mountain made a mo- 

* tion for an immediate dissolution of said injunction, and offer- 
ed ce: tain affidavits aniex-parte statements as reasons for 
said dissolution. The Court refused this motion, declaring 
that there must be a full hearing given to both sides, for 
which opportunity will be given early in September. This 
refusal of the Court to dissolve the temporary injunction was 
erroneously reported ty the associated — as a decision per- 
petually enjoining the Iron Mountain from interfering with 
the Memphis & Little Rock’s use of the disputed track privi- 
leges, etc. Itissaid that now the dispute will probably be 
settled amicably. 


Milton & Sutherlin. 

The grading of this road is nearly completed from Milton, 
N. C., northeast to Sutherlin, Va., eight miles. The iron has 
been contracted for and will be delivered about Oct. 1, and a 
locomotive and some cars have also been ordered. 


Minneapolis & St. Louis. 

The track on this road is now laid to Waterville, near the 
south line of Le Sueur County, Minn., which is 38 miles south- 
ward from the old terminus at Sioux City Junction and 64 
miles from Minneapohs. Work is progressing steadily and it 
is expected that the cars will run to Waseca, eight miles 
further, by Sept.1. A large grain elevator is already being 
built at Waterville. 


Mississippi & Tennessee. 

The stockholders have voted to satisfy the action ofthe di- 
rectors providing for the issue of a new mortgage for 
$2,100,000, with which to take up the first and second mort- 

ages and the debt due the State of Tennessee, and to provide 

or the extension of lincs in Memphis, and the building ofa 
union depot. 

By the latest report there were $600,000 first-mortgage and 
$1,254,800 consolidated or second-mo: e bonds outstanding; 
the Tennessee debt was $316,774. This last debt can be paid in 
bonds and overdue coupons of the State, which can be bought 
at much less than their face value. 


Nebraska. 

This road (formerly the Midland Pacific) is stated to be com- 
pleted to Troy, Neb., 27 miles westward from the former 
terminus at Seward, and 110 miles from Nebraska City. This 
makes 132 miles of road now owned by the company. 


- New Brunswick. 

At a recent meeting of the stockholders it was voted to com- 
plete the road already graded to Great Falls, and to go on with 
the grading from Great Falls to Edmunston. The line to 
Great Falls will be completed this year and that to Edmunston 
next season. 


Newton & Monroe. 
A new corporation under this name has lately been organized 
in Iowa and has bought all the property and interest of the 
Chicago, Newton & Southwestern and the Iowa, Minnesota & 
North Pacific companies in the 14 miles of road completed last 
year from Monroe, Ia., northward to Newton on the 
Island road. The new company is controlled by Mr. F. H. 
Griggs, of Davenport, Ia., and it is said that the Rock Island 
Company will lease the road. 


New York Oentral & Hudson River. 

The $100,000 which President Vanderbilt directed to be paid 
to those employes of the road, who did not participate in the 
strike, as a testimonial to their faithful service to the company, 
was to be divided ratably, according to their position on the 
pay-roll, among all the employes, excepting executive and de- 
partmeptal officers, and such as were not directly engaged in 





operating the road. The apportionment of the money has 
been made by the General Auditor, Mr. I. P. Chambers, and a 
ublished statement says that the distribution will include 
,904 men out of about 11,000 employed by the company. The 
apportionment as made gives passenger conductors each $20 ; 
train baggagemen, $10; brakemen, #9; freight conductors, 
$15; engineers, $30; firemen, $15; flagmen, $8 ; switchmen, $9; 
laborers and watchmen, $7; mechanics, $14; foremen, $16; 
track foremen, $11 ; all others, $9. This is just about equiva- 
lent . the amount of the 10 per cent. reduction for three 
months. 


New Orleans Pacific. 

This company now asks the people of New Orleans to sub- 
scribe for $675,000 of its 6 per cent. first-mortgage bonds. It is 
said that if this amount is taken up in New Orleans, an addi- 
tional amount of the bonds can be placed in New York. 


Northern, of Minnesota. 

A company by this name has been organized in Minnesota in 
the interest of the Northern Pacific, which appears to cover 
about the same ground as the St. Vincent Extenson of the St. 
Paul & Pacific, and the Red River & Manitoba Company lately 
organized in that interest. The St. Paul Pioneer-Press says 
of the new Northern Company: “The intention is to cons'ruct 
a line of road from Lake Park on the Northern Pacific road to 
St. Vincent or some other contiguous point at or near the in- 
tersection of the Red River of the North with the boundary of 
the British possessions—from an almost direct line from St. 
Paul and Minneapolis to the Canadian provinces, The people 
of Manitoba especially are said to be exceedingly anxious for 
the early completion of the line, and poomee liberal encour- 
agement of the enterprise, while the American capitalists who 
bave inaugurated it are determined to place it in actual opera- 
tion at the earliest moment practicable. With this object in 
view, engineers have been authorized to examine the route, 
for the purpose of determining its feasibility and estimating 
the cost of construction. Next spring the work of building 
will be commenced in earnest, several of the incorporators 
having signified their willingness to furnish $100, each. 
Among the incorporators are found the names of such men as 
Charles B. Wri, cht, of Philadelphia; W. G. Fargo, of Buftalo; 
Benjamin P. Gheuke, of Boston; and Laurin P. Hilliard, of 
Chicago.” 

Ohio & Mississippi. 

In the United States Circuit Court at Indianapolis a bill has 
been filed by Allan Can pbell, trustee, to foreclose the first 
mortgage on the road. This action has been anticipated since 
the default was made on this class of bonds. 

Receiver King makes the following report for the month of 
July: js 


Cash balance, July 1.......cccscccccccesccccsccevesscscues $4,441 82 


Cash receipts from agents, other companies, etc.......... 829,320 16 
Totals ccvccoscccocccccceccscccscccccsce coccesesceos $333,761 98 
Paid on vouchers prior to Nov. 18, 1876......... $12,344 43 
Paid on vouchers subsequent to Nov 18, 1876... 182,383 22 
Paid on pay-roils to Nov. 18, 1876............-.++- 107,043 22 
Paid arrearages to Nov. 18, 1876.... .......-++++ 1,585 01 
——_ 303,355 88 
Cash balance, Alig. 1.... 2.2.6.2 eeeeeceeee eeeeeeee $30,406 10 


The receipts were $25,964.28 in excess of the disbursements 
for the month. 


Pennsylvania. 

With regard to the damages resulting from destruction of 
freight by the riots at grey ys the company, of course, dis- 
claims all responsibility, and it is understood that the law sus- 
tains this course. It has been decided, however, to give all pos- 
sible assistance to shippers in recovering claims for freight de- 
stroyed, and the following circular fr General Freight Agent 
Kingston explains the method in which the company purposes 
to act: 

‘* Parties having claims for goods destroyed 1 theeand and riot 
on the No of the Pennsylvania Railroad Company in the 
city of Pittsburgh, Allegheny County, Pennsylvania, on July 21 
and 22, 1877, are hereby notified that if their claims are made 
out according to the following directions, and forwarded to the 
undersigned, they will be examined and put into shape and 
presented by counsel to the proper authorities of said county 
without expense to the claimant, the said county being respon- 
sible to the owner of said goods for such loss. If it should be 
necessary to institute suit against the county, such suit will be 
prosecuted by counsel, without charge, upon the execution of 
the proper power of attorney for that purpose, form of which 
will be furnished. 


‘“* Drmections.—First—The name and place of residence of 
the owner. Where the owner is a firm, the full names of the 
individuals composing it. 

** Second—The bill of lading. 

““Third—Copy of invoice, verified by affidavit of claimant 
that it isa true copy of the same; that the goods described 
therein were delivered to the company which issued the bill of 
lading, and that the purchase price of the goods named therein 
was the true price paid or agreed to be paid therefor. 

* Fourth— Affidavit of consignee that he never received the 
goods, nor any part of them. 

“Upon the above evidence being furnished by the claimant, 
the undersigned will supplement it by obtaining an affidavit 
of the clerk of the company issuing the bill of lading, 
showing the date and number of car in which the goods were 
shi ppe , and an affidavit of a clerk of the Pennsylvania Rail- 
road Company, showing the arrival of such car in the com- 
pany’s yard in Pittsburgh and the destruction of said goods and 
the amount of freight and charges due thereon.” 

A committee from the Philadelphia Maritime Exchange held 


a conference with President Scott, Aug. 21, on this subject, 
but nothing further than 1s set forth in the above circular was 
ascertained. It is said that the Philadelphia merchants are 


not altogether satisfied with the company’s action in the mat- 
ter. 

The new bridge over the Passaic River at Centre street, in 
Newark, N. J., was completed last week, and is now in use by 
trains. It is on the same location as the old pile bridge and 
consists of four iron deck truss spans, resting on new stone 

iers, with a wide foot-way on each side of the track. The 

owe truss draw span, which is comparatively new, remains, 
but will probably be replaced by an iron draw span next 
winter. 

The company lately asked bids for about 9,000 tons of scrap 
iron, the debris of the Pittsburgh wreck, consisting of car 
wheels and axles, bolts, car irons, etc. Pittsburgh papers state 
that the highest bid received was $15 per ton, and that the 
company has decided not to sell the scrap, but to remove it to 
the Altoona shops. 

From the same source comes a statement that out of 125 en- 
gines which were in the Pittsburgh fire about 50 have been 
pronounced beyond repair and fit only to be brokenup. The 
rest were more or less damaged, but can be repaired. 


Philadelphia & Atlantic Gy. 

The stations on this new , with the distances from the 
western terminus’ at Camden, N. J., are: Linden, 4 miles; 
White Horse, 9; Clementon, 11; Tansboro, 16; Winslow, 23 ; 
Hammonton, 27 ; Da Uosta, 30 ; Elwood, 33 ; Egg Harbor, 38 ; 
Cologne Avenue Siding, 40; Pomona, 43; Pleasantville, 49 ; 
Atlantic City, 54. Three daily passenger trains are now run, 
with an extra express train on Sa y night and Monday 
morning. Apparently the road is not in condition for fast run- 
ning, the best time over the 54 miles from Camden to Atlantic 


City being 2% hours, while the Camden & Atlantic runs its 60 
miles in 14% hours. 


Poughkeepsie Bridge. 

The caisson for the first pier is reported as down to the bed- 
rock on the river bottom. The second and third caissons are 
now being sunk to their respective places. 


Pittsburgh, New Oastle & Lake Erie. 

_ This company will receive pro 8 for building 30 miles of 
its road until noon of Sept. 8. ther information can be had 
on application to Deles E. Culver, President, at the office of 
the company, No. 1674 Wood street, Pittsburgh, Pa. 


Quebec, Montreal, Ottawa & Oocidental. 

Three sections of this road are now in operation, with trains 
running regularly. The Quebec Division is completed from 
Quebec west y' south up the north shore of the St. Lawrence 
to Port Neuf, 39 miles. The Montreal Division is finished from 
Hochelaga, near Montreal, westward to Calumet on the Ottawa 
River, 59 miles, and the St. Jerome Branch, from Ste. Therese, 
18 miles from Hochelaga, northwest to.St. Jerome, 13 miles. 

The vexed question of the entrance of the road into Montreal 
is still under discussion, with no prospect of a speedy settle- 
ment. Work is in Ppt gee on the Quebec Division from Port 
Neuf westward and also on the line beyond Calumet. 


Quincy, Payson & Southeastern. 

This projected narrow-gauge line has been put ander con- 
tract to E. Pratt Buell & Co., who promise to have 51 miles, 
from Quincy, Iil., to the Illinois River, completed this year, 
and the 75 mies, from the Illinois River to Effingham, next 
year. From Effingham to the Wabash River, 54 miles, it is 
intended to use the Springfield, Effingham & Southeastern 
road, which is now under contract and on which some work 
was done last year. At the Wabash River connection is to be 
made with the St. Louis, Bloomfield & Louisville road, which 
is now in operation from Switz City, Ind., to Bedford, 35 miles, 
and which 1s to be extended west to the Wabash River and 
southeast to Louisville. Besides this main hue from Quincy to 
Louisville, tue project includes a connection with Nashville, 
Tenn., over the Evansville, Owensboro & Nashville road. The 
company is now trying to secure individual and town subscrip- 
tions alung the line. 


Quincy, Missouri & Pacific. 

The City Council of Quincy, Ill., has decided to issue to this 
company the $250,000 in bonds heretofore voted, on condition 
that the proceeds of the bonds shall be used in extending the 
road westward from its present terminus at Kirksville, Mo. 


Southern Freight Agents’ Meeting. 

A call has beenissued by a number of general freight agenta 
of Southern roads fora meeting tobe held at the Kimball 
House, Atlanta, Ga., Aug 22. The special object of the meet- 
ing is to arrange some uniform classification of local freight 
on Southern and Southwestern roads; a basis of classification 
which can be generally adopted and which will prevent the 
inconveniences arising from the present diversity. It is 
stated further that any business of general importance will be 
in order. 

The lines whose agents join in the call are the Atlanta & 
West Point, the Atlanta & Charlotte Air Line, the Alabama & 
Chattanooga, the Carolina Central, the Chesapeake & Ohio, 
the East [ennessee, Virginia & Georgia, the Macon & Bruns- 
wick, the Mempnis & Little Rock, the Mobile & Montgomery 
the Mobile & Obio, the Mobile & Girard, the Nashville Chatta- 
nooga & St. Louis, the New Orleans, Jackson & Nort ern, the 
Richmond & Danville, the St. Louis & Southeastern, the Selma, 
zee & Dalton, the Western & Atlantic and the Western of 

abama. 


Southern General Passenger Agents’ Oonvention. 

A meeting of general passenger agents was held in Chatta- 
nooga, Tenn., July 11, at which nearly all the principal South- 
ern lines were represented. Mr. W. J. Houston, of the At- 
lanta & Charlotte Air Line, presided, and Mr. 8. D. Hubbard 
Jr., of the Western ot Alabama, acted as Secretary. The fol- 
lowing resolutions were adopted: 

Resowed, That it is the unanimous opinion of the members 
of this convention, that the limited and unlimited ticket sys- 
tem is working to the greatest satisfaction, in maintaining 
the revenue of the carriers, while at the same time affording 
low rates to the legitimate passengers who now purchase 
their tickets to the points they wish to reach, instead of taking 
tickets to points much beyond their destination, in order that 
they may sell them to scalpers, and thus obtain low rates at 
the expens- of the carriers and to the profit of the scalpers. 

Resolved, That we earnestly request the various transporta- 
tion companies throughout the country to aid usin our at- 
tempts to enforce this system, which though having been tried 
but so short a time has such encouraging results, and 
to this end we recommend: 

First. The use of the form ot limited tickets authorized and 
adopted by the Generai Passenger and Ticket Agents’ Associa- 
tion at the St. Louis meeting. 

Second. That the unlimited ticket rates be made by the sum 
of the locals, or the sum of the rates by the short line, or the 
line by which the sum of the rates is the least, and that the 
unlimited rates by other lines be made higher so as to protect 
rates to intermediate points. 

Third. That the limited rates be made the same by all lines, 
except when some line shall object to their rate being made 
as low as others. 

Fe ns the following additional resolution was adopt- 


Resolved, That the chair appoint a committee of two to cor- 
respond with the absent general ticket agents interested in the 
object of the meeting, and ask them to name the timeand 
place they can meet for the arrangement of rates between 
the Southeast and Southwest and West. 

The Chair appointed as such committee Messrs. Reau Camp- 
bell, ofthe Montgomery & Eufaula, and J. B. Ogden, of the 
East Tennessee, Virginia & Georgia. They were further 
authorized to call another meeting when they deemed it 
practicable. 


Southern Railroad Managers’ Meeting. 

In accordance with resolutions passed at a similar meeting 
held last year, a meeting of eateaete of Southern and South- 
western railroad managers assembled at Saratoga, N. Y., Aug. 
16, for consultation on subjects of mutual interest. President 
E. W. Cole, of the Nashville, Chattanooga & St. Louis, pre- 
sided, and President F. R. Scott, of the Richmond & Peters- 
burg, acted as Secretary. A large number of railroad officers 
were present. After some discussion a general committee was 
appointed, with power to appoint sub-committees to prepare 
reports on various topics connected with railroad management 
to the next meeting. After resolving to meet in the same 
place Aug. 15, 1878, the meeting adjourned. 


Springhill & Parrsboro. 

This road is now completed, and was last week transferred 
by the contractors to the company. Regular trains are now 
running through. The road extends from the Intercolonial at 
Spring Hill, N.8., southwest to Parrsboro, 26 miles, with an 
extension about a mile long from Parrsboro town to the coal 
wharf on Whitehall Creek, near its mouth in the Basin of 
Minas. It is expected to doa considerable business, chiefly in 
coal and lumber. 


St. Paul & Pacific. 





- The first contract for the new Barnes-Breckenridge oonnec- 
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tion has been let to Charles Filteau, of Minneapolis, Minn., 


who is todo the pile-driving and the timber work for the 


bridges on the line, the work to be completed by Oct. 1. 


Our Amsterdam correspondent says that the subscriptions 
fo¥ the new stock for this connecting line amounted to $200,000 


oat of $280,000 asked for. The committee has announced that 
tifis amount is sufficient to secure the building of the connec 
tion and that all the subscriptions are accepted. 


Syracuse, Geneva & Oorning. 

The track is now all laid and ready for use from Corning, 
N. Y., northward to the Watkins Glen bridge, avout 20 mules. 
The bridge will be finished some time in September, and it is 
expected that the track to Geneva will be laid about the same 
time. 


The Trunk Line Freight Pool. 

Mr. Albert Fink, the Commissioner having charge of the ap- 
portionment of the west-bound freight from New York over the 
trunk lines, sent a communication Aug. 17 to the representa- 
tives of the trunk lines, stating that the Wabash Railway had 
been found to be carrying freights below the schedule rates. 
Mr. Fink, theretore, directed that no more freight should be 
sent by agents of the trunk Jines over the Wabash Railway un- 
til further notice. It has been reported that the Canada 
Southern has also been cutting rates. 


Waynesburg & Washington. 

This narrow-gauge road is now completed and opened for 
traffic from Washington, Pa., south to Baneville, 10 miles. 
Work is progressing steadily on the sectiom from Baneville to 
Waynesburg, about 11 miles. 


Wheeling & Lake Erie. 

Work on the southeastern end of the line has once more 
been suspended, although a little is still being done on the 
northern end, 


Wiscasset & Quebec. 

Boston parties have, it is said, offered to build and equip 
this road, and to have trains running from Wiscasset, Me., 
through Augusta to West Waterville, 40 miles, by January next, 
provided a reasonable amount per mile in cash subscriptions 
can be raised at onze. 








ANNUAL REPORTS. 
Fort Scott & Cuif. 


This company owns a line from Kansas City, Mo.. southward 
to Baxter Springs, Kan,, 161 miles. It 1s equipped with 23 en- 
gines, 12 passenger and 7 baggage cars; 243 box, 415 flat and 
coal and 8 caboose cars; 1 pay-car. The reportis for the year 
ending Dee. 31, 1876. 

The company has a land grant of 660,936 acres, from which 
86,192 acres have been sold and paid for and 228,398 acres sold 
under contract, leaving 345, acres unsold. During 1876, 
25,009 acres were sold and deeded and 3,769 acres contracted. 

‘The general account is as follows: 


Missouri River, 























Bonda ($43,149 per mile)............ anne 6 maint henedee $6,947,000 
OVEFAUC COUPONS. 20. ccccccccccccccccccccccccccccccccoce +++ 1,684,050 
Bills, accounts and balances due... 107,984 
Total (664,200 pet mide)... 2. cccccccccccccccccccscccecs $8,739,034 
Road, equipment and buildings ($32,519 per mile). $5,234,182 
LAS. i ods bcdeass Cae eaSbee reed Sedvedtedeseed ces 949,606 
Supplies Om BANG. ...0000. socccccrcceccccscccces 77,128 
Kansas City & Santa Fe bonds....... pecedcocsice 67,322 
Bills, accounts and balances..... buinheqeedeenibh« 195,738 
————_ 6,523,976 
DURMNGE, POO ONE TOOK chs cereccccocccccccsccessseossces $2,215,058 
The work done was as follows: 
1876. 1875. Increase. P.c. 
Train mileage........cececeees GIA BOD ccccedicics seoscoce dees 
Passenger mileage............ - 4,589,110 3,953,320 635,790 16.1 
Tonnage mileage..........+.+6 30,567,648 23,062,779 7,512,869 32.6 
The earnings for the year were: 
1876. 1875. Inc. or Dec. P.c. 
Passengers.......... rerrree $207,822 $187,208 Inc.. $20,614 11.0 
Freight......cccccccecses cece 623,406 443,718 Inc.. 179,688 40.5 
Express, mail, etc............ 70,866 46,917 Inc.. 23,949 651.1 
ee re $902,094 $677,843 Inc ..$224,251 33.1 
Expenses and taxes........... 529,980 458,344 Inc.. 71,636 16.6 
WOE CORMAN, 66 cic o dicnccccecs $372,114 $219,499 Inc... $152,615 69.5 
Gross earnings per mile...... J 4,210 Inc.. 1,393 33.1 
Net earnings per mile........ 2,311 1,367 Inc.. 944 69.5 
Per cent. of expenses......... 58.76 67.60 Dec.. 8.84 13.1 
The income account is as follows: 
Net earnings............ Sbednd Cebmhinntesn te ebken athens $372,114 
Land Department receipts........... Ce rrcccccccccccccccccces 126,198 
County bond coupons..... 90606 C0606. Coes cecoccrecncocceege ce 23,920 
a SEARS sO UE RU bi cae ccc Sd vadedcvcctodos $522 232 
COMmmte ROMO. isi o 8s6c coe Pi cs cessVewsercocccersestecs $89,697 
Equipment........... ecoccccccccccccescoces «eee 53,195 
Land Department expemses............cceeecseeeeeeee 25,997 
County bond suit expenses... ..........000 oe 1,500 
- 170,389 
Balance........0. weccee Ce sdeccee cecece cc cece sets cocccceees $351,843 


Iron bridges have been substituted for several worn-out 
wooden ones, and during the year many permanent improve- 
ments have been made upon the property. Over 1,200 tons 
steel rail have been purchased and laid in track, and over 
50,000 new ties. The management having decided to build new 
machine-shops, which have been needed for a long time, con- 
tracts were made during the summer for their erection at a 
cost of $60,000, a portion of which sum has been paid in the 
year 1876, and the balance will be paid in 1877. 

A cash dividend at the hands of the trustees from the net 
earnings of the road has been paid since the close of the year, 
amounting to about 50 per cent. of the coupons then due. 


Raleigh & Gaston. 





This company owns a line from Raleigh, N.C., northeast to 
Weldon, 97 miles. It is —— with 13 engines, 13 passen- 
ger and 9 baggage cars, 131 freight and 10 gravel cars. Ihe 
latest report is for the year ending May 31, 1877. 

The property is represented by $1,500,000 stock and $708,000 
bonds, the stock being $15,464 and the bonds $7,299 per mile. 
Besides the road and equpment the company has nearly 
$750,000 invested in the Raleigh & Augusta Air Line, an exten- 
sion of = road southwest, which is intended to run to Colum- 
bia, 8. C. 

The earnings for the year were: 








1876-77. 1875-76. Inc. or Dec. P.c. 

Freight ..... seveeeees $167,625 35 $170,780 41 Dec..$3,155 06 2.0 
Passengers ..........- 59,292 19 J Dec.. 4,717 01 7.4 
Mail and sundiies.... 7,593 19 7,455 88 Inc.. 137 36 1.9 
Total............. $234,510 73 $242,245 44 Dec..$7,734 71 3.2 
EXpPeOnses. ...eccsccces 148,761 O01 153.544 44 Dec.. 4,783 43 3.1 
Net earnings...... $85,749 72 $88,701 00 Dec..$2,901 28 3.3 
Gross earn. per mile.. 2,417 64 2,497 37 Dec.. 79 73 3.2 
Net earn. per mile.... 834 02 914 45 Dec.. 30 43 3.3 
Per cent. of expenses. 63.43 63.39 Inc.. 0.04 0.1 
The Superintendent's report says: ‘‘ The loss in passenger 


receipts has been constant for several 


yous, and unless the 
country improves there is no reason to 


ope for an increase, 





" 


Our loss in freight is principally due to the excessively low 
rates which existed for the greater part of the year. 

“‘ During the next fiscal year it will be necessary to replace 
some of the old rails with new ones, but it is not thought that 
the expense thus incurred will exceed the expense of the new 
bridge over Neuse River. 

“The roadway is in excellent order. There have been 28,059 
cross ties put in the track, and the ditches have generally 
been well cleaned out. * 

** It was found necessary to increase the warehouse room at 
Raleigh, and during the year a new warehouse 14030 feet, 
with iron roof, has been erected, which enables us to do the 
work at this station with much more satisfaction. * 

‘Neuse bridge has been built entirely new, replacing the old 
lattice bridge with a Howe truss wooden bridge, with new 
abutments using the old piers. The cost of this bridge was 
$14,625.96, which you will see is included in the operating and 
ordinary expenses. * * An entire new iron roof was put on 
Deep Creek bridge. No more work of consequence will be 
needed on the bridges for years to come. 

“The engines are in good repair. The No. 5 has been com- 
pleted and does credit to our suops where it was built. During 
the year Raleigh & Gaston engines 1, 4 and 13 have been over- 
hauled, besides the necessary repairs to engines and cars. 
Eight flat cars have been reconstructed and new iron trucks 
have Leen placed under ten of the box cars.” 

President Robinson’s report says: ‘‘On July 1 the com- 
pany's borded debt of $50,000 (for the payment of which a por- 
tion of the first-mortgage 8 per cent. loan of the company had 
been set aside) became due. This debt has been promptly paid 
off—with the exception of $2,000, which has not yet been pre- 
sented. sf . ° 

“The Raleigh & Augusta Railroad, in which this company 
holds so large an interest, is completed to the point of junction 
with the Carolina Central, except the laying of the rails on 
12% miles, and as the rails and joint fastenings for this portion 
of the road have been purchased and delivered, the entire line 
to the Carolina Central will be shortly opened for traffic.” 


Central, of lowa. 





This road extends from Albia, Ia., in a general northerly di- 
rection to Northwood, 189.6 miles; there are 19.37 miles of sid- 
ings. The Grinnell & Montezuma road, a branch 15 miles 
long, is worked under a temporary lease. For the year covered 
by the report, that ending Dec. 31, 1876, the road was in the 
hands of a receiver under suits for foreclosure; it has since 
been sold and bought in by the trustee. 








LOCOMOTIVE RETURNS, APRIL, 


Waster Mechanics of all American railroads are invited to send us their monthly reports for this table. 


The equipment consists of 22 engines; 9 passenger and 3 
baggage and mail cars; 353 box, 270 coal and flat and 14 
caboose cars; 1 tool, 1 derrick and 1 pile-driver car. During 
the year the passenger equipment was much improved and 
was furnished with the Miller platform and coupler. 

The funded debt consisted of $3,700,000 first and $827,100 
second-mortgage bonds, in all $4,527,000, or $23,877 per mile, 
without counting the unpaid coupons, which amaunted to 
about $600,000 more. The Receiver’s debts, including amount 
due on pay-rolls, are reported at abont $325,000. 

The mileage of locomotives for the year was: 1876, 766,096; 
1875, 664,215; increase, 101,881 miles, or 15.3 per cent. The 
coal tonnage for the year was 130,000 tons; no other traffic is 


reported. 
The earnings for the year were as follows: 























1876. 1875. Inc. or Dec. P.c. 
Passengers........... DEE MS candébdboces §4thucesaenseenus eee 
ee Pere ee Oe ctteteed -  cicae Usiesbeeen ; 
Geer GOUECR ics cs DATS OD . csiciccccce. sesccle etesdeccby Se 
Total $728,760 10 Dec.. $11,233 61 1.5 
Expenses............ 559,287 81 Dec 24,736 66 4.4 
Net earnings........ $182,975 34 $169,472 29 Inc $13,503 06 8.0 
Gross earn. per mile. 3,506 97 3,843 67 Dec 336 70 8.8 
Net evrn. per mile... 894 31 893 84 Inc eo « 
Per cent. of expenses. 74.50 76.75 Dec 2.25 2.9 


The Receiver reports $133,617.46 expended for improvements, 
etc., not properly chargeable to current expenses, and $49,- 
599.38 for new construction, being $183,216.84, or $241.50 more 
than the net earnings. 

A partial failure of the crops along the line reduced the 
earnings and the lower rates required by the State law con- 
tributed to the same end. An increase of tonnage was caused 
by the quantities of coal, ice and stone, which had to be moved 
at low rates, while there was a great falling off in higher class 
and more productive traffic. The lumber business also showed 
a decrease. 

The expenses were cut down, though the train mileage in- 
creased and seven new stations were kept up. The average 
number of men employed was reduced from 602 to 579. 

The Grinnell & Montezuma road about made up for the loss 
arising from the completion of the Rock Island branch to 
Oskaloosa. 

The condition of the road was much improved. Seven new 
stations were opened, the sidings lengthened in many places 
and some of the worst grades cutdown. Many minor improve- 
ments were made, most of which were much needed. 


= 


1877. 



































* Five empty cars rated as three loaded ones. 
+ Switching engines allowed 6 mules per hour; hel 
§ Fuel not estimated 

{ Switcbing and work train engines allowed 6 miles per hour. 
tt Switching engines allowed 6 miles per hour. 

§§ Engineers’, firemen’s and wipers’ wages not included in cost. 





The ton of coal is 2,000 Ibs., unless otherwise specified; 25 bushels 
counted to the ton, 





i + Fuel averages are for the whole road. 
piug engines actual distaoce and 4 miles per hour while waiting trains. 

| [wo empty cars rated as one loaded cne. 
** Three empty cars rated as two |oaded ones, 

+i Water service (not included above) 1.12 cts. per mile; rantal of en- 





























z 5 Mileage No. Miles run to > > | Cost per Mile in Cents for 
ef HF —— $e! $¢ | |——-————_- —_ —__.__. 
e232) 3 wo) |) gees) we os, 2) p 
eo |®6 4 % ° 3 B we Sali Ss & co} = 
gift pe 3 | I = Bi} | Sel ee a ae ee | oe 
>Re : (28) & |8 |B) Essel gz : | & 
NAME OF RoaD. : 4 Q 4 Oo 1} Bol sell : | £ 
7B ee Sie ig ich: wee | 8 
: |? 8 mg ode 2 23 
° ic) > 02 mm ‘ 
Siig : B): 8 |: 
~ ER RR | RN a | DNR Pe ee | peas oe (aeeay rae 
Allegheny Vulley (iver Division )*..... 129 85,578,....-» 36.50) .. .|20.28 21 20)1.029 | 9 63 3.57) 0.63] ... 
“ ‘ »v Grade Div.)*.. 120|....|| 33 526 +, 98.08|.... |21.28 19.40/1 223)) 7.12 4.39, 0.65)... 
Atlantic & Great West’n (Ist & 2d Divs.)t; 228| 83!) 201,408! 2.463) 40,24)... ./18.09) .....|+-++-|| 3.86, 498, 051) 0.7 
“ ss (Third & Fourth Div-. t 197; 48'| 101,291) 2,110) 40.24 .... 19.80)|.... 3.18 498 0 43) 091 
se ‘* (Mahoning Division).t. a8 64)| 102 69: 1,9°2 4u,24...../20.08, . 3.03 4.98 0 41! 0.55 14 
Attentio & Gull... ....2cewdesc ds odes 343\ 23!| 52,183 2,268 | 62.40) 17 87 5.30) 3.94, 0.481..... 4 
Cairo & Vincenues....... ile seseebe 157; 11); 22204 2,019, 43910;.. ./13.70)'..... - | 6.08 3.66 0.43).. 6 2¢116.43'| ) 5Q:..... 
Cah fornia Pacific............. 152! 10)| 28,574) 2.857), 57 562/50 00/24.57) 8.90|..-../| 9,15/14.60) 0.48! 0.34) 756/32. 3) 8.75! 5 25 
Camden & Atlantic ........0. 0000+ eee 67, 12 18,108) 1,509) 61 60)...../13.95)|. 6.93) 6.69) 0.80|.....| 5 36/1y.75| 412)... 
O:ntra! Pacific (Western Division)t. 201 52 130,501; 2,510 42,81 .|19.14)). +++-+|] 6.76) 16.95) 0.57) 0.60| 8 05\32.93), 7 25) 4 90 
ee (Visalia Division)} ...... 157; 12)| 34355) 2,863); 45.46).....|18.49||...  |..... | 3.45/15 96) 0.61| 0.28) 6 51/26.8.| 7.25 490 
“ oe (Culare Divisiou)f. ... 171; 1s 29,941; 2.300) 33.09... .}12 11 jeee : 5 34 21.92) 0.89) 0.22) 7.96/36 27, 7.2% 4.90 
“ (Los Angeles, Yuma, San } 
Diego aud Wiln. Divs.)t. 304! 20} 63.170 3,159)| 44,.83)...../14,13). : 2.29 16.19) 0.73; 0.03) 7 26/26 50}, 7.25 4.90 
“ «(Sacramento Divisiou)$.. 120| 41|} 96,268) 2,348 ar AUS | ee ee }10.93 16.88| 0.65) 0.36) 8 78/37,61) .... 490 
“ * (Oregon Division)+ 152; 8) 19,185 2,398)|... .|40.73)22.33 -|| 7.84/12.03) 0 50) 0..2/ 8 74/ 29.33)... 4.90 
** (Truckee Divisio: )t. 205; 28); 69,587, 2.414, 34.9427 31/16 28'.....|..... | 4.27.19 53 0.64) 0.43) 8 42'33.29' 7.25 4.90 
“ « (Humboldt Division)}...; 01) 19|| 48.554, 2,555) 4218) ....|18.23)'. «|| 4.96/17 20 0.57) 0 39) 7.58/30 70!) 7.25! 4.90 
“ «(Salt Lake Division)t....) 219) 29)| 81,082) 2,796) 36.56 Ry” | Seen ee 3.42 19 84) U.68) 0.45) 7 04/31 43), 7.25) 490 
Cleve., Col., Cin. & Ind. (Col’bus Div.)..| 138) 59)| 153679 2,605) 46.44.89 29'30 76) . 8.16, 4.26 0.55) 0.65) 5 90/14 62), 1.75) 43.60 
“ ‘ (Indianapolis Div.)..| 203; 64/| 203,121! 3.174 43.12 3.68/22.94)......... | 28:, 466 0.60) 1.17) 5.5 |14.74) 175\ 3 50 
“ “ ** (Cincinnati Div.)... 130) 35!) 176,048) 2,305 41.20)..... (20.44 4,28 4.60 0 6y 094) 5.81'16.23], 1.75) 3.50 
Cleveland & Mahoning Valiey....... 41 6 13.747) 2,29) 44,34 » | 20,64) . reese | 1.28 4.31 © 35) 124) 6 36/13.54|, 1.71, 2.68 
Cleveland & Pittsburgh*................ 199 76)! 146,366 1,926) 46.40 ...... 20.62) |.7.00,0.81U | 3.40, 2.95) 0.55, 240) 6 92/16 20!; 1.2). 3.18 
Del., Lacka. & West. (Bloomsburg Div.)§ 80, 22 41,000) 2,227) ...... 32.93) . SD FB icc ces 6.21'.....- 5 99) 10.45) |..... jess. 
Erie & Pittaburgh*.........0.cceecceees 98; 28)| 45,938) 1,641), 47 397'..... 16.06|/17.00 1.031)| 4.92) 4.62) 0.74) 2.38) 7.16:19.77|| 195 1.95 
Hannibal & St. Joseph............eeeees 296). 22 le reeeeeeieeeees| cane ol. shee Sllewcon19 90s? eewes] ae. cskaadeieseatlaguaels 
lilinois Central (Chicagc Div )I|......... 253} 52)| 122,684) 2,359), 99.33, ..../16.22)/21.07 - | 4.10 5.18 0.99)..... 5.99/15.57,| 1.90) 4.50 
“ (South D.v.)il.........- 231} 35}| 64,315) 1,838) 44.7%/... [15 14)|/13.91|.....|] 5.95) 456) 0.31. 5 84|16.66,, 1.90) 4.50 
“ “ ‘North Div.)ii ...... 2.0. 225) 38|! 69,6538 1.830) 33,75)..... 12.65) | 14.23 7.62; 592) 0.87)..... 6.22/20.13|| 1 9u) 4.50 
“ «(Iowa Div.)I|. ...... 401] 41)) 84558) 2,062) 33,69... 16.77|/11.18)..... 4.32) 842) 0 3U|.....| 6 05/19.09|| 2.76| 4.7u 
Jeffersonville, Madison & Indianapolis*) 226) 39|| 83803, 2,123) 43 78 23 03/15. 17//19.08'1.(00|| 4.14 5 96) 0.47) 2 10! 6 29/18 96!; 2.50) 2.20 
Kansas Pac.fic and controlled lines{....| 914) 69|| 152,047) 2 204, 99.9) -| 18.13 eeee!| 4.78/13.65) 044)... 6.90'25 77|| 3.94) 7.16 
Kansas City, St. Jo. & Council Biuffs** 275| 28|| 74713) 2,663) 50 80) .. .!27.00)|15.90)..... 5.00! 6.20! 0.40)..... 6.60 18.20]; 3.00) 3.60 
Lake Shore & Mick. So. (Buff. Div.)tt..|...... 90|| 178 800; 1.986) 38.96/46.40).....|).....)..... 5.18) 3.14) 0.46)..... 6.25 20.05|| 3.05) 5.69 
sf (Erie Div.)tt..|......| 118}/ 223 370) 1.976) | 40.68).....|.....]|....ejees 441; 7.04) 0.37)..... 5 83)17.68|| 2,71) 5.43 
s «© (Toledo Div.) tt)......| 85|| 150,310) 1,768) 34 39/56.51|.....| ..- ......-|| 4.88 904) 0.41).....| 6.07|19.92)) 3.12) 4.08 
‘ ** (Mich. So. Div.) tt)......} 207|| 405 180) 1.957) 36.61: 60.13|.....| ....-/eeees 5.61, 935 0.38).....| 6 30/21,49!| 3.55) 463 
Little Rock, Mississippi River & Texas.. 77, 4 5,746 1,487) .. 62.63} 9.95]|.....j.... {| 4.39, 2.31 U.68) 1,54/12.26/21.18)|... .| 150 
Louisville & Nashville (first Div. tt.... 285). 90,659 -+-| 29.75 34.09/13.16) . vee «|| 4.70) 8.18) 0.4]! 1.78 7.55| 22 68) |0.094| 2.78 
“ “ (Second Div.) tt...) 2u0!. 65,008"..... 29.00 ...../10,36) ..... .0+.. | 4.07) 8-23) 0.57, 2.18) 6.41/21.46) |0.093) 3.00 
“ ts (Mempbis Div.)tt 131\....|| 34,572)... Te a | a eee 4 1811.03) 0.55! 9.31) 6.09}24.16|'0.136) 3.50 
“ “ Nashville & Deca- F } j } 
tur Div.)tt. 122 37 096)...... 33.00) 115.20'13.87|).... .....)) 5.69) 8-74) 0.57) 1.89) 6.18]23.07/'0.109; 3.70 
ss as (S. & N. Aiabama 
a |. rn | 183}.... 60,371) cecce $1 75)70 2. 12.59||.... ...../| 3.93) 7-16, 0.71) 2.94) 5.95119.98) 0.09) 2.25 
Missouri, Kansas & Texasft............ 786, 69)| 181,076) 2.624)! 32.98) .... 12.10} | 14.60/1.300)| 3.71) 6.84) U6u)..... 5 $1/16.96|| 2.27)..... 
North’n Cent’! (Elm. & Cinaud’gua Div.)} 147) 465)| 76,369) 1,870) 3u.77/.....)20.00|| ..../.... 661 5.96) ¥.69)..... 6 20]19 46), 0.07, 2.24 
Pennsylvania (New York Division §§... 120) 123)| 260 423) 2117]; g3 82/..... Ec stehetnes 8.70} 9-70) 1.10|.....|..... 19.50) 0.128 5.44 
«6 (Amboy Division) §$...... 154; 44 77,170) 1,754|| 54 69)..... 19 08) 5 30) 6.00! 0 60),....|..... 11.90 0.128 5.44 
“s (Belvidere Division, §§...| 103! 40|| 63,442) 1.586|| 33 33| 14.37 5.90/ 9-80) 0.90).... |..... 16.60) 0.128) 5.44 
#6 (Philadelphia Division) §§ 191 188 | 396,010 ame 27.36|..... ee Po 12.90} 4-60) O.8u\...../..... 18.30) |0.048; 2.72 
(Middle Division)§§...... 132) 101|| 268,408, 2,658 | 29.25 SRG vcscclecces 7.60) 430) 0.60: ........ 12.40) (0.048) 2.72 
“ (Pittsb’gh Div., E. End) §§|...... 75|| 143,716 1 916| 22.05} ee 9.30} 5.60) 0.90)...../..... 15.80/ 0.048) 2.72 
* (Pittsb’hDiv., West End)§§|...... 113,, 222,822) 1,972 34.45| EES 14.25} 8.10) 3.60) ¥,70).... |..... 12.40 |0.048' 2.72 
“6 (Tyrone Division) §§..... 107, 30}, 58,496) 1.950)/ 23.31]... SEED eee 5.10} 5.40! 0.60!. .. {11.10||0,048) 2.73 
ss (West Pennsylvania Div)§§ lu4) 22), 37,522) 1,706)| 38,22)... .. 27.93 3.10} 3.40) 9.40'.....).... 6 $0)\U 048) 2.73 
(Lewistown Division) §§.. 56 6 9.987) 1 665|| 48.59. aa 2.00} 2-50| 0.50 ..... ....| 5.000.048) 2 88 
‘“ (Bedford Division) §§... 57 5 9 014) 1 803)' 31,19 96.46) |.. 0s. ieee 1.40) 400) QO 40).....).... 5 80|'0 04 2.80" 
Pitts., Ft. Wayne & Chi. (East’n Div.).*| 371) 154|| 320,455) 2,087) 48.29) 16.11) | 14.50 1.087)| 3,60) 342) @.69) 1.73) 6.87/16.31)| 1.65) 1.65 
e * “ ‘(Western Div.)*| 280) 117)| 289,243) 2,045/' 41.40]... 17.15} 21.30 1.107 | 5.29) 4-60) 0.44) 2 02) 6.78]19.13)| 1.91) L91 
Pitts., Cin. & St. L. (Little Miami Div.)* 197; 38 85,460) 2.249; 4375 12.86; 15 63.0 991,| 4.96) 6.26, 0.69, 2.32: 6 36120.55|, 2.63) 2.50 
« « © (Pitts.Cin. & 8t.L. Div.)*| 224! + 75|| 202,628) 2,702 ‘ 16.17) |18.15,1.120,| 8 73} 3.99} 0.69) 234 6.67/22 42|| 1.10) 3.00 
Pit sburgh, Titusville & Boffalo* ..... 158|....|| 68 185)...... 18 78 1 8.61] 5.14! O.6ul.... | 6.52/16 87||.....|e0... 
St.Louis, 1. M. & So. (Arkansas Div.).... 325) 32|| 62,340) 1.948 18.60 | 3.856] 4.04) 0.54)..... 6.33|14.76)'.... | 2.30 
St. Louis & San Francisof....... 328]....|| 61,03i)...... 150 3.15} 5.85) 037)..... 5.81/15,16) 2.15) 2.15 
St. Louis & Southeastern (St. Louis Div.) 210)....|| 409.076)...... 16.60 4.30} 2 40) 0.40)..... kT | ere ape 
“ “ (Nashville Div.)| 146!....|| 40,818)...... eek 5) PS ee | 590] 2.70! 0.30|.. 6.70/15.80| 
Stockton & Copperopolis........ seteees 49) 3 3,675| 1,225) 31 38!102,00'27.43|/........... 1.14) 6.98) 0.52) 0.90) 9.71/19.25| 3.10 4.90 
Terre Haute & Indianapolis (Indianapo- | | } 
lis Div.)... 80 71,386!,..... po Pres eee Pees 5.61) 5.48) 0.70|.....) 6.90/18 69)|.......... 
(V an dalia) | | | 
Div.)......| 158}....]}  82,283)...... 28 80|.... }22.60|'..... 7.43] 4.79) 0.80).....) 6.48/19.45)|...../..... 
West Jersey §§..... aa | 228! 18}| $2,699) 1.8171! 47.73|43.67/17 61|'.....)..... 5.10! 8 76) 0 60!.. .-'14.40)| 0,16) 6,77 


gines, 0.46 ct. per mile; three empty cars rated as two !saded ones; 
switching and work train engines aliowed 6 miles per hour, 








